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Flow of Steam Through Nozzles. 


Philadelphia, Jan. 4, 1901. 
To THE EpDITOR OF THE RAILROAD GAZETTE. 

In the paper on “The Steam Turbine,’ read by Mr. 
Francis Hodgkinson, before the Engineers’ Society of 
Western Pennsylvania, and reprinted in your issue of 
Dec, 28, the experiments upon the flow of steam are of 
special interest, as the results are applicable in many lines 
beside those discussed by the author. 

The first published experiments of this kind were made 
Napier, whose conclusions are given in The Hngineer 
(London), September, 1869, but he does not seem to 
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have observed the high velocities attained by the jet 
at the end of the tubes. The diverging form appeared in 
ISG7, applied to a steam ejector for raising water or other 
fluids, and for all purposes where a high terminal veloc- 
ity and compact cylindrical jet of elastic fluid are de- 
sired, this shape has a decided advantage. The diverging 
nozzle may be used effectively for steam blowers, loco- 
motive exhaust pipes and injector steam nozzles. 

In 1887 Wm. Sellers & Co., Inc., commenced a séries 
of experiments which were continued until*1890, for de- 
termining the internal pressures of a jet of steam, and 
the effect of nozzles of different tapers upon the final 
velocity of the jet; the method used, and the conclusions, 
Were published in the Proceedings of the Engineers’ Club 
of Philadelphia, in 1891, and it is gratifying to note that 
the results obtained are corroborated so fully by Mr. Hodg- 
kinson. his investigation included all shapes in use at 
that time, the nozzle now used in the naval turbine, and 
also an experimental form designed by the writer for ob- 
taining the maximum terminal velocity and minimum 
loss of energy; the form of this tube was calculated upon 
the basis of a diverging cross section which should give 
constant aeceleration for each unit of length, with due 
allowanee for the increase of volume and change of 
specific steam weight during adiabatic expansion. This 
form resembles that described by Mr. Hodgkinson, but is 
not elliptical as he suggests, but corresponds closely to the 
curve shown in Fig. 1. 

To test the accuracy of the calculated velocities, an ap- 
paratus was devised for determining the actual velocity 
of the steam as it left the nozzle. The weight of flow was 
first obtained by a surface condenser at atmospheric pres- 
sure and the nozzle then arranged to discharge against 
the target of a special pressure weighing device, of which 
the frictional resistance was carefully determined. The 


target is shown in Fig. 2; the section is one-half of a 
parabola with final tangent normal to the axis of the 
discharging jet. From the recorded pressure of the im- 
pinging jet and the weight flowing per second, the velocity 
can be calculated. The results indicate that the usual 
formula gives values very close to practice, for the dis- 
crepancies were less than one-half of one per cent. 
throughout a considerable range of pressures, and this 
difference can easily be accounted for by errors of ob- 
servation. STRICKLAND L. KNEASS. 


Ratio of Working Expenses in England. 


London, Dee, 28 , 1900. 
To THE Eprror oF THE RAILROAD GAZETTE. 

In an editorial paragraph in the Railroad Gazette of 
Dec. 14 you say that “the causes of the increase in the 
percentage of working expenses on English railways 
from not much over 50 per cent. some years ago to 58.5 
per cent. in 1898 [and I may add, probably quite 60 per 
cent. in 1900] has doubtless been not an increase of ex- 
penses per unit of traftic but lower average rates. . . . 
We can safely assume that rates have gone down [in 
England] too.” I join with you in regretting the absence 
of any statistics in England enabling this belief to be 
justified disproved, But as statistics are non-exist- 
ent, and we are all reduced to guessing, I should like to 
say that I guess that your guess is wrong, and to give 
briefly the grounds on which I base my opinion. 

There is no reason to think rates have been generally 
or largely reduced within, say, the last ten years. On 
the other hand, there have been large and important in- 
creases. The coal rates to London, for instance, were 
put up in 1893 by about 4 per cent. “Special” merchan- 
dise rates may uot have been put up, but a great many 
have been withdrawn altogether, leaving the freight 
which formerly went at “special’—that is ‘“‘ecommodity” 
—rates to pay the ordinary tariff. For retail traffic, at 
what we call “class” rates—and a great part of the Eng- 
lish goods traffic is of this nature—it is not denied that 
increased rates were imposed in 18938, and have been 
maintained since. The case of passenger traffic, which 
brings in nearly half the revenue of our railways, is 
very similar. There were large increases in the third- 
class fares—90 per cent. of the traffic—on two important 
lines, the South Eastern and the Chatham, a few years 
ago. Against this may be set the great development in 
workmen's tickets at, say, half a cent a mile. There 
have been important reductions in first and second class 
fares, but the effect of these reductions has been to at- 
tract into first and second class carriages at 4 and 24% 
cents per mile, respectively, large numbers of passengers 
who formerly refused to pay the exorbitant extra charge 
and chose to travel third class, paying only 2 cents. So 
that the companies have apparently not lost in net re- 
ceipts by these reductions. On the whole, I fancy the 
available evidence goes to show that the average rates 
are much where they were 10 years ago. 

On the other hand, there is, unfortunately, 
about the “increase of expenses per unit of traffic.” In 
the 10 years from 1889 to 1899 the number of the railway 
staff increased from 389,000 to 534,000, and each man 
received, perhaps, 10 per cent. higher pay and worked, 
perhaps, 15 per cent. less time at the latter than at the 
former period. ‘The cast-iron Board of Trade regulations 
as to signaling, interlocking, mixed train service, ete., 
have added greatly to the expense of operation. In the 
last few years supplies of all kinds, and especially coal, 
have been at abnormal prices. All these causes have 
greatly increased the expense per unit of traffic. And I 
cannot see what economies have been effected to counter- 
balance the increased expense. Passenger trains are 
longer and heavier than they were, but I don’t think 
the ratio of passenger miles to train miles has increased, 
while, owing to our inordinate increase in double head- 
ing, the ratio to engine miles has probably actually 
diminished. In main line coal traffic something is being 
done in the direction of economy by increasing the engine 
load, and one company has got so far as to haul net loads 
—I am afraid American readers will smile—of 550 to 600 
long tons. But trucks still run about the country by 
tens of thousands with loads of a few hundredweight 
apiece, and the normal goods train on a main line prob- 
ably consists of not more than 30 trucks each with an 
average load of not more than one ton. 

As the Railroad Gazette truly says: “England has to 
compete with the rest of the world,” and “substantially 
all over the world” railway rates have come down. 
Whether English rates will stop up—to the injury of Eng- 
lish trade—or come down, bringing with them disaster to 
our railway shareholders, no one can at the present mo- 
ment say. But of economies in operation, such as those 
which have enabled American roads to take 50 per cent. 
off their rates and add it on to their net earnings, there 
are, unfortunately, no signs in this country just yet. 
Perhaps if our railway companies were to set them- 
selves to find out how much work they really do and 
how much they charge for it, it wouldn’t be a bad be- 
ginning. But even the beginning is not in sight yet. 

W. M. AcwortTH. 





no doubt 


The recent decision of an English court holding that a 
Trades Union (the Amalgamated Society of Railway 
Servants) might lawfully be sued, has been reversed by a 
higher court. The Master of the Rolls holds that a 
society which is neither a corporation nor an individual, 
and is not a partnership, cannot be sued, except by direct 
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statutory enactment. Further, the Master of the Rolls 
thinks that the omission to make such a provision in the 
Trades Union act, was intentional. 


Ciiseinaih Air Cars. 


In the January issue of Compressed Air appear some 
figures of the working of the compressed air cars on 28th 
and 29th streets, New York, which we have not seen 
published before. The record is given by days from Sept. 
26 to Noy. 21, inclusive (47 days), but we reprint the 
summary only. 





OEE PETRI na odie dakeeccateudeqdiancanune 17,197 
OGRE MRR as wt atutdisnccedudacehueedeaseweus 9% 5 
Total passengers 

Average number passengers per trip............ 

Average number cars running................6. 

Average number daily trips per car............. 

Average number miles per day per car.......... 
Computed Cost of Operating 20 Compressed Air 


Under Present Conditions. 
Cents per 
car mile. 
Repairs: 

Including material, supervision, and 9 men, adjust- 
ing valves, piping, brakes, rods, brasses, labor, 
CO Se I o didcccecccivdécéaaseueccdatucdawéed 2. 

Charging station: 

Including oil, waste, fore man, charging gang (2 

shifts), oilers, cleaners, ete., $28 per day........... 1.60 
Power house: 

Including engineers, coal passers, pipe fitter, machin- 
ist, oilers, etc... and 16 tons coal per day, oil, waste, 

Clin SOS DOP CES che ccdactsenadccandnwnaceoeneuwe 4.71 


Cem DEW CAR Os as < ois sins sed cinnddvcnsdadoawseus 8.51 
Conductors and motormen, inspectors, roadbed, ties 

and timber, removing snow, salaries of officers, 

S@NMGRGG, MMUCEIRE, C16 cs. ccc csccsnedavcecaeeedannce 9.11 

COREG. GOP CRN Nails sé side ccaseccawnsncaeasdoetans 17.42 

The computation is on a basis of 1,750 miles per day, 
and although every charge is made for the present oper- 
ating of only 20 cars, yet from 60 to 80 cars could be 
operated by the charging and power plant without ma- 
terial increase in cost, so that for a more extensive in- 
stallation the cost of operating would be reduced. 

The compressor is much too large for the present service 
and works at a constant loss. The plant has all the dis- 
advantages of a new plant in the inexperience and lack 
of trained judgment of the men employed. It is to be 
noted that the expenses for repairs, two cents per car 
mile, are remarkably low. On a recent visit to the shops 
we asked the Superintendent what the repairs chiefly con- 
sisted in, and he said that there were really no repairs re- 
quired; what went under that term was the occasional 
taking up of the brasses and the usual readjustments of 
the working parts, as with a first-class locomotive. Of 
the 20 cars, which is the total number on the line, there 
is seldom more than one at a time undergoing these “re- 
pairs.” The estimate of the Compressed Air Company 
that the running expenses can be reduced to 13.57 cents 
per car mile, when the conditions are all correctly adapted 
to the work, does not seem to be unreasonable. With this 
figure crowding so closely the operating expenses of the 
electric cars it is to be remembered that the air cars have 
not in addition the enormous fixed charges for the con- 
struction of the roadbed which the electric cars labor 
under, so that with this load added to the electric service 
the balance is greatly in favor of the air cars. 

Another car is nearly completed which embodies every 
improvement which experience has suggested. This car 
is to have a considerably increased storage capacity, so 
that it will be capable of running 25 miles upon a single 
charge of air, and it will be tried upon any line 
that may be suggested. The absolute independence of 
these cars when charged leads to many suggestions of com- 
bination routes for them to run on, as with an omnibus 
system, for the accommodation of the public by quick 
transit and the avoidance of transfers. Other things 
being equal, the independence of all connection with the 
power house and the easy manipulation of the car as long 
as its charge holds out give the air cars a great advantage. 


The Pension System of the Chicago & Northwestern. 





In our issue of Dec. 28, p. 866, mention was made of 
the purpose of the Chicago & Northwestern to put in 
force a pension system. Below is the text of the official 
circular giving particulars of the plan. Readers who 
wish to compare this with the Pennsylvania plan may 
find the latter described Dec. 28, p. 857. 


For some time the Board of Directors of the Chicago & 
Northwestern have been considering plans for pensioning 
the employees of the company who have rendered it long and 
faithful service, and at the meeting of the Board, held De- 
cember 12, the following plan having been matured, it was 
adopted: 

The Board of Directors hereby creates the following pen- 
sion system and rules and instrumentalities for carrying out 
its provisions. Of the employees in the service of the com- 
pany the following classes are affected: 

(a) All employees who have attained the age of seventy 
years, and who have been thirty years in the service, shall 
be retired and pensioned; provided, however, that this clause 
shall not be mandatory in its application to executive officers 
appointed by the Board of Directors. 

(b) All employees sixty-five to sixty-nine years of age, in- 
clusive of both years, who have been thirty or more years in 
the service, and who have become incapacitated, may be re- 
tired and pensioned. 

The monthly allowance paid each person granted a pension 
shall be upon the following basis: For each year of service 
one per cent. of the average regular monthly pay for the 
ten years next preceding retirement; provided, however, that 
the annual pension disbursement of the company shall not 
exceed two hundred thousand dollars. Should the aggregate 
pension allowances exceed this amount, in the absence of 
action by the Board of Directors increasing the yearly 
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amount usable for pensions, a new rate shall be established 
proportionately reducing all allowances. 

The terms ‘‘service’’ and “in the service’ refer and apply 
only to those who have given their entire time to the service 
of the company, it not being the intention of the Board of 
Iirectors to pension those who have only given a portion of 
their time to the company. Employees of the railways owned 
or controlled by the company shall be treated as employees of 
the parent company, and the length of service of such em- 
ployees shall include the time they have been employed by 
such railroads, whether prior or subsequent to their control 
or acquisition by the Chicago and Northwestern Railway 
Company. 

Length of service shall be reckoned from the date of entry 
into the service to the date of relief, all intermediate time 
out of the service to be deducted and any fractional part of a 
month to be eliminated from the final result. 

Pension allowances shall be paid monthly, until the death 
of the beneficiary; provided, however, that the company may 
withhold its stipends in all cases of gross misconduct. 

The acceptance of a pension shall not debar any retired 
employee from engaging in any other business which is not 
prejudicial to the interests of this company, but he cannot 
re-enter its service. 

A Pension Board is created, to consist of five officers of the 
company, appointed by the Board of Directors, who shall 
serve without increase of the compensation they receive as 
officers of the company. The Pension Board is under the im- 
mediate direction of the President, to whom it shall render 
reports, 

No person over thirty-five years of age shall hereafter be 
taken into the service of the company; provided, however, 
that in the discretion of the President persons may be tem- 
porarily taken into the service, irrespective of age, for a pe- 
riod not exceeding six months, and that this period may be 
extended, if necessary, to complete the work for which such 
person was originally employed; provided, also, that, with 
the approval of the Board of Directors, persons may be em- 
ployed indefinitely, irrespective of the age limit, where the 
service to be rendered requirs professional or other special 
qualifications, 

Neither the action of the Board of Directors in establishing 
a system of pensions, nor any other action now or hereafte: 
taken by them or by the Pension Board in the inauguration 
and operation of a pension system shall be held or construed 
as giving to any oflicer, agent or employee of the company a 
right to be retained in its service, or any right or claim to 
any pension allowance; and the company expressly reserves 
its right and privilege to discharge, at any time, any officer, 
agent or employee when the interests of the company, in its 
judgment, may so require, without liability for any claim 
for pension or other allowances other than salary or wages 
due and unpaid, 

The system was put in operation January 1, 1901, by the 
Pension Board, consisting of the General Manager, General 
Superintendent, Superintendent of Motive Power and Ma- 
chinery, Chief Engineer and the Auditor of Expenditures. 


Length of American Railroads Worked by the Block 
System. 

I'rom statistics which we have gathered, it appears 
that the block system—that is to say, some regulation 
for preserving a space interval between trains moving 
in the same direction—is now in use on something like 
15 per cent. of the railroad mileage in the United States. 
The names of the roads operating these block-signaled 
lines, with the mileage thus worked by each company, 
appear in the large table given herewith. While a per- 
centage equal to less than one-seventh may seem small, 
it is to be remembered that it marks an encouraging de- 
gree of progress. In February, 1892, we thought it ap- 
propriate to congratulate our readers on the fact that 
3,000 miles of road was block-signaled, and the table 
which we published then was only 3 in. long. 

The table now given cannot be called officially com- 
plete, for we have not secured a written statement from 
every road in the country; but from the results of in- 
formal inquiries we believe that no road having block 
signals worthy of mention is omitted from the list. 

The statistics of non-automatie block signaling have 
been received from the several roads in response to a re- 
quest for figures showing the length of all “lines (not 
equipped with automatic block signals) on which either 
the whole or any part of the trains are regularly run 
under block signal rules; the essential rule being that a 
train must not pass a given station or tower until the 
last preceding train has reached the next station or 
tower in advance.” On this basis the total length of 
road (not track) worked by the manual system is 28,525.9 
miles and the length worked by automatic signals is 
2,288.7 miles; a total of 25,814.6 miles. The discrep- 
ancies between this and the totals shown in the table are 
explained below. 

The information given in this table was gathered in 
December. No attempt was made to show the different 
kinds of apparatus used for automatic signaling; but 
from information published it appears that one kind, the 
Westinghouse electro-pneumatic, is that represented in 
tive items under the following five roads: Central of 
New Jersey; Chicago, Burlington & Quincy; Chicago & 
Northwestern; New York Central & Hudson River, and 
Pennsylvania. On the last-named road alone over 500 
miles of track is signaled with these signals. The 
length of road thus signaled on the lines of the five com- 
panies aggregates 209.6 miles. 

Manual signals having electric locking of one kind or 
another are found chiefly on five roads, as indicated in 
the notes explaining the table, namely, Chesapeake & 
Ohio; Erie; Long Island; New York Central & Hudson 
River; New York, New Haven & Hartford. These five 
items aggregate 986 miles of road. The electric staff 
(used only on single track lines) is found on four roads: 
the Atchison, Topeka & Santa Fe, the Chesapeake & 
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MILES OF RAILROAD IN THE UNITED STATES WORKED BY THE BLOCK SYSTEM. 

















Miles of Road. 


Manual.- 





-Automatic. 
NAME OF RAILROAD. Single Double 
Track. Track. 
Atchison, Topeka & Santa Fe: 
Ge? OD os pine niet bealenes ocew een eeeenawe 13 
PUMMREDISEAID, (UO: Era MOM DNERID oe. 5. (915-5 925 cas igs ysstotn 666/01 blade wyai8/ wb) cite Nae 8 
HET REE ON e050 06 ce ion socio 0's oreo Sine ein Bee Beier aes 3 ‘ 
1S8t. Joseph to Bee Creek Junction...............ceceees ; 
Double Track Junction to Sheftlield...................... P 
Holliday to Emporia Junction via Ottawa............... ‘ 
Holiday 16: Wmporia: Via TODO 6 oss .6 a 6:e:0- 6 ese sans acas ne were 
APUG Be OIE oo wo iio os cin 500-0 bie olde soo werden sis ie-e ‘ 
WR eT a oo | IA ese > 
South Leavenworth to Soldiers’ Home................... . 
SEONG OO APC WEN 5 eis corse oie picts voxels oreie' 6 oa se laiercinielwinis © o.9-0 6s" : 
Atlanta & West Point: 
Atlanta to East Point (jointly with Central of Georgia). . 
Atlantic City R. R.: 
Ra UEO “£0 OIB EN MONEY 5, 515555 4 Wolca visi cictdiaSiewns Wieseisreie are" 53.0 
SWinslow. DUariction: €O> TUCHKANOC. 0:5. 6coieis yc ereteccere oyecices ae ae 
Atlantic Coast Line: 
Richmond, Va., to Rocky Mount, N. CG... ccicec cdecccsse 
Ashley Junction, S. C., to Charleston, S. C............ 
Baltimore & Ohio: 
PRUAGCINRIA, CO: “WAS LOR a6. oii os fois 5:5: s:0sgieine 0/0 el sveisloce. 
ee ee ee ee . 
Gaithersburg to Washington Junction.................. ; 
Washington Junction to Cumberland.................... 
Baltimore & Ohio Southwestern: 
OURS TUES A TM NMENNNE oo 5.5 a5 sn be 10 in w in sh s6 Wea sseycusin oiatoiste-dipierea ce ataks ene 
Boston & Albany: 
Boston (Tower: 6) to: Tike Orossing’.... o.:6c8cscesiewesecee oe 
Between Lake Crossing and Albany............ccecees 89.5 
*Between Lake Crossing and Albany..............ceeee. 34 
Boston (Tower 8) to Newton Highlands................ 6.5 
Boston & Maine: 
6 
Central of Georgia: 
SOE PR PRENIL Gl 0D) SRMRERTININ 655-05 0:05 0.5 anes re @ wrereloratw see oie ernie alee le pie . 
ME A SULION BR DUROOB os 6 6.5056 54.0.0 a wcierewic.c0n-sieed oe a i 
PRARINER SE UE ck NUTR 03555055 5) o1eto is down Gis wiser la ious aroe acbee i; 
ROTTER Si PSION <5 25 50 a foci is oes G0 aco seis o's Sco sees Somes 
Central of New Jersey: 
Mai sls lo ye nao Sg'o eat ig'iny Soi Ik seeps ois p elo ro leis Wie vars Asoree le aig ie elotateiews . 48.5 
Jersey OMY £0. BOURGES BOOK 65.6 ss:0 oie 665 wang wie stersiecw anor . ares 
Chesapeake & Ohio: 
PRR rE ee ET x tol (Leonard apparatus) . 
cian eee bie einies enka eve eter ogee ir ee (Electric staff lock) . 
Chicago & Alton: 
Chicago (Cal. Av.) to Jollet (Ch. Bt). occ cccccccscccvces , 33.5 
GW UE MN a is. cp rope Nees avele w/sidis W sie] pa HE Nie on elebionS 4.3 ppd 
Joliet southward Cue ee Naa aN Seance ewes eR Seek phe 1.6 ha 
ATR TID Ri Sk» SOUS ss 5 5:5 0 woe ao 4s Wee Sis grein oer tea wisie, «he ae 
SEPCREIIOT Or GUTADE BORG. | 5 5-6 ox 6.0.5. 5's 0.5105 0b '0ln'd.0'50 one Wierslaie ee 
Chicago, Burlington & Quincy: 
Pre eS ERY TR ETN sw 6:46.06. 6-0 64:6 64-60604604 bb0 006.8% 0H 48 ees 8 
ESTED DR. Te oa is 5:6 0 ok ose ons Wns senee-secaede ant Eres 
SAEED UD MR a5 a5 5.9 35 5 ave 0. wk wierd aww iti wine sere eeinine Aves ie 
PS EER: INE NINN 5 5 ic5 6.0 1s pice hauls Gin nleinie bape wells oie arateiele Ae 17 
Chicago & Eastern Illinois: 
ny: NE | I eo cw cena nek sebeae we uses 8 . 
PORTER UE WG DOU W RENO oo iow 550d oss Wie o 1500s 010-450, 573 9 le wae ow alow wo" Ae . 
RO RRRNS RO NERA RENIN acoso 0 2:9 51a cae en 6G S's Sw Lalo PISO, Hoe 3 ales See aes 
Chicago, Indianapolis & Louisville: 
(See Ohio River Bridge and P., C., C. & St. L. Ry.) 
Chicago, Milwaukee & St. Paul: 
Chicago (Western Ave.) to Galewood...........eceeeeees leat 5 
BBG WP RP TN Gas MUCUS 5 5 <0 10 sbi 10 iw nraserecaie ssa eintsiy.6siéreeve © 2 a 
RCRIUIRIND: 0 En UMITIOD a oan oo no 05.56 010 oe-0'e 9 bb be ue wis ore ssssiers ere 
DELIWARUECE EO DEIRNGADOUE 02:5 6.0c cose peccceeseceoeieses R . 
ROR ANIC td ES MINN otic cave ogres te wl o wwre a ielerd a hela’ bre Wuare a wi wlovs E 
SU MDEEEOD DD, MOOMNRRIND BUREN IIS 35:5 1550:6:9 10105010) t0' 1008 el ore 016 s)0/o.ere sieve 4 
PE SEREMORENNRE De BONN 25.9 sae 6015. ais:0. 4 vo ual ele Wleie cima wa eis s z 
IOORUR BEI OOAUEOS TO PORERIG ooo cc in cseccs ceenstsencecss 3 . 
Merrill Park to: North: Milwaukee... <oisicsecccesccveesiancce ee : 
NN UASSEEPUD. (ON OW RERINIIOUR cara: so co ais ipo see 4 viele -sleievsnre a erula ae die wie ain : 
Western Union Junction to Kittredge................... eae : 
OO OP IID, os cet cance ac venecewessensuaeeneas rere = 
PERSON ATUL WO Te TMPR UNNI, 5550 pice 5300102076) 6 ieee (e'sia ale eis. e1e see Pie : 
ee 8 ee ne eee See, c 
SOREL: SO Oe ONION gs in reo hms hie cw Ss wg 110 ee w  amaiene. pats R 
North BlWaAUKee GO: COMEORA RON 6 o.oo 6. o.. oie:s bia-ciewsectecie ses ae . 
North MeGresor to Magn CIC... .ccsccescsccenecuceses aa . 
RS a ok os cnwe canes cnnnt 00sec susenedeaesa ee ae 
BEER Wh AREMUEE  Giciclainie-s ein Siw arcies 1 aieaie Ric. ssl o. MeN ike seis eas ga 
Chicago & Northwestern: 
Chicago to OClypourn: TUNCHON 2.6.60. oiccsisecescecsececee mane 1 
SUNN O C0 We ee PO nk.o6 ce cienceseccccccuweessece ne 3.3 
Clybourn Junction to Waukegan.........ccecccceceeccs vies 82.5 
RSQEC REV AUIE OOF REG. WOW ov. 55.5 6.515 .4)0:0'0'54.5 9 sss ow els orelgsea acer ee 8.2 
Western Avenue to West Chicago............ccccccccecs nee 26.7 
Og We Se Oe ee ere ne eee Eee. 2.8 
Oly DOUrH: JURCHON 00 FERTTINGCON: 06.6 <ieis:a-0s sinciecssoucisecs nak 28.7 
PRAT 0 SUNN NO s o oo tk oar ou nics iuien wicks wee acensaee wes 7.5 
Milwaukee to Lake Shore Junction................e008. wiele soe 
Barrington to Harvard Junction, ...... sc cccoccctcvsccces ae mee 
WV BUCO BO ASOCEANWAUIO 5.6 6.65 :e 5: s0'5 0:4 15:0 b'n 9 o 06. Gis. 916 ee ee ec ie a 
CBE Ss AND TD) MOTMINIONE 6 5 scies5 wis 5:50 6.5 niw 01a sie ec0:0 ©, e:01058 4108 wuss ave. 
COUT, GO COMMON ISIE cc o-sssso cis. visine'e sis.6 wis dcisisreens's Sie ace ; 
TEEN OI I 6 on 5'6 00 nda case n-4cek dees scasusc ds ee a 
RRND EAD VIR MMNRIED 5c ab io ard ie Gis igs 3 wie bie Os id wi tes oeeror aces Oe ware 
Harvard Junction to Green Bay eek 
Lake Shore Junction to N. W. U. Junction............... are pes 
SD ec wars a cos soe we wee wkel ee ak eed ae ae rac 
ee Wi NN iio ck ee ckw eee cbaputeneses eee : 
Chicago Terminal Transfer R. R.: 
Twelfth Street to Bockwell: Boreet «.....5:. 60.5 ec ciscc 0000008 
Chicago, Rock Island & Pacific: 4, 
MASSRNACCERIR 00) NOG Sa 9 1sioca6 6. 049 so0 iw sab sau ,ig A cb0 os. w ewer e's 6.7 
Englewood to South Englewood Junction............... oars 3.2 
METEROUE Oi. WO MPO E MOND, 6 a 16 S5ic ic 615005 4-519: ow overs Solo Ss era eare mane, 5.1 
Chicago & Western Indiana: 
ARAB OCOGPDD TE) San IRIN oo asic se 5.3: orci tosses a 8 srer8 wleeve ee be aieve ale se Fe 
Chicago, St. Paul, Minneapolis & Omaha: 
St. Paul to North Wisconsin Junction ................... 
North Wisconsin Junction to Blroy...........ccsssceseee 
Sok aR SEND OED OMEMINNS correo) ens o ips3ie.eie asa) nice sie ibc9ip ai oie ele e-sreleieveiese Se e+e 
SRR N SD ARIE SOE MINTO OTI IN oa cos se oss in o"9 005 lows iba. oo Ciarhin wate etousie 8.1 1.0 
Cincinnati, Hamilton & Dayton: 
PR OIRA TS 80 TERA MINOR 6 oo is eG oh ede sn bp owas Soe er 
Cincinnati, New Orleans & ‘texas Pacific: 
Between Cincinnati and Chattanooga.................2+ 229.2 
13Cleveland, Cincinnati, Chicago & St. Louis: 
CTR MUNERIE: END MIEN DE OIRO 5 62 55.30 cctin'serg. me Sonn one: oo in vey acento aves sale sed sae 
RCM MERINO: BOOP MIMS HO, 26 o's 4 are piaein och Ga ieie 460 Weise; eereionre sels pues 
PEARSON Gy We UO gaia as oe a sores ola 0 0iko Sh eee weenie See hes 
ROR ARISRN EAE OREPE ADL. 5 cic vin sin pals ae cuGais we a eras Tae wets ‘ 
SOPIGMUIVOOU 10 REOUBTIOIIOUIE 5:65:04 5.5)5: 6:45. 6i04'9-4.050 iid ereisigi0 wiers chee ' 
CACHE 00. OI oo a5 9 os Ca ik wie ov elects wine owes ares e eee : 
Berea to Columbus (except Crestline and Galion)........ 290 eee 
Cincinnati to Indianapolis (except double track)......... ee Das 
MRAUAOGTE OW ANIT ET RNSIDIN No 5:54 oi wiv ssn es piclevow + sseiaveu ele sates one — 
PORE ESC. TuQU EO PUR ACOs oo. sc nck awe + 04:60 pie'se 0,00 0508 © oes 3 
SURGE, Alton! to TMGIANADONIS oi. 6. sods sei cuwcieeces tees ache ; 
PPRMWANE ED MOMUDO «on caie os ticks sa oo se oem ncion sus saab easier ine ; 
Re eee ee eee an eee aie 
See RR EEL NOD ROOT RINE vos veto: a on on cise ora 4iu) 5/80 40 SS in in n6 wae ns E 
Benton Harbor to North Vernon...........ccccccscssceee Siew eae 
SMAIRNANGIIS TO MONRAROG . 6550565. sccaccccarscsecececises ee eee 
Delaware & Hudson Canal Co.: 
Albany to Green Island Junction..............00eeeeeeee oT 6.9 
Green Island Junction to Waterford Junction............ 5.3 ear 
Waterford Junction to Saratoza... ......6 ..<c0c0cccvesciee Bere 26.3 
Delaware, Lackawanna & Western: 
SRI A MOE P NEI 65 rea icioc wma baie ate aw eigievsie Seances e 29.5 
BROMO V AINE M0. SPIOONIIEGNI ao isiosicioiasierere'sida.c0 64 asiene ese nacee sieca 2.6 
SPMOOTNIOI 20) AN OTMNSOIN 0.0 io sioise oc ciniesies once ivigisie wiesiswicias 1.5 are 
SAREE 20D) PO OWE ES bec ns Cacia te nib oe alesis ewou eee ees awe 24.3 


Four 
Track. 


2.1 


Single Double Four 
Track. ‘Track. Track. 


8 
436 + 
94 4 

114 
28 37 
165 2 

2 

113 

6.0 


120 
7 
orere 137.8 
ae 21.5 
21.3 ses 
re 109.4 
ose 12.4 2.3 
. 87 
4.8 
17 ° 
3 - 
fee 6 
2 ° 
263.7 von 
12.8 Ne 
624.5 119.0 
ae 16 
783.5 63.9 
198 
100 
dente 113.0 ‘ 
604 eee ° 
meer 85 eee 
332.8 Ae eee 
steve 131.1 . 
352.3 see ° 
ae 10 ° 
91.1 ane 
aes 6 
eee 12.4 
109.3 See 
71.8 
143.4 
90.3 
99. 
365.6 
116.3 
15.5 
3 
° 4.6 
° 31.1 
. 36.6 
otek 108.0 
293.7 186.3 
9.0 sists 
68.8 mee 
61.8 26.7 
87.3 “i 
180.4 : 
58.0 . 
72.6 xe 
eee 5.3 
19.8 
A 22 
172 
245 
25 
10.1 
sats 13 
con + 
see 2 
oss 16 
soe 4 
123 oe 
121 
94 
2021 
20 
2451 
2701 
1301 
50} . 
2511 
1381 


NOTE.—Reference figures are to call attention to numbered explanatory notes in the text. 


Total. 


1,031.0 
6.0 
80.3 


127.0 


290.0 
14.7 


146.0 
100.0 


28.0 
1,020.0 


902.8 


323.0 


2,042.5 


1413.0 


15.0 


1s 
441.1 
25.0 


239.3 


1,683.0 
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MILES OF RAILROAD IN THE UNITED STATES WORKED BY THE BLOCK SYSTEM.—Continued. Ohio, the Chicago, Milwaukee & St. Paul, and the Cin- 












































Miles: of Road: cinnati, New Orleans & Texas Pacific; and the total 
Automatic. = Sonat —— ; length of the road thus signaled is 33.9 miles. 
r ay al ry 4 y ve . . . 
NAME OF RAILROAD. Pek Track. Track, Track. Track. Trask. Total. We betieve that only three items in the table dupli- 
cate the same mileage; Chicago, Rock Island & Pacific, 

7", speer CLEY, 10: BORE BEUMIB Cs 6 oc acie/sisieigacoscseniceedeessine ee zhi were Pre 73.9 11.8 oe = miles, used jointly with the Lake Shore & Michigan 
Greveaust: tO) NOW REG s« dice ccssnndcncoccccnedses - pd 5 ices ek Southern; Central of Georgia, six miles, used jointly 
Newburgh Junction to Vail’s Gate Junction : 2.6 Are _ cugitad Re: Wicak Baines Bala Steen 2 Waieeia 
West End to Paterson (Newark Branch)................. 125 3.9 Mee aT bi ith the Atlanta «& West I oint; Lake Shore & Michigan 
Rutherford Junction to Ridgewood Junction............ oe = iS ae Southern, 40 miles, equipped with automatic signals, all 
N. Y. & G. L. Junction to Sterling Crest................. 2%. 2.8 in short sections: these short sections beine also inc " 
Bergen Junction to Nyack.......-...s-sseeeeseeeeeseeees eats nee eee 4.8 21.5 ee eat hort s¢ culoMt ; these short sections be ing also ine luded 
N. J. & N. Y. Junction to Spring Valley...............6. ane aes sate 12.5 10.5 ae ra in the total given under the head of manual block sig- 
Port Jervis to: Susquehanna. <. occ s cece cccccccncneeees wae aaa “es ose 105 wa ««e naling. 

Lackawaxen to Hawley........ccscccscscccccecccseccees 15.9 +s eee «as seh Hithe. : : f 

Susquehanna to Hornélisvilie PRP PORTE EOE COE Ce OCT ee ae ae =, 138.4 te woe The total number of miles of road on which the block 
Hornellsville to Salumanca..........eee eee eee eee eee eens eee see see 82 ose system is in force for all trains is 18,185.9: this mileage 
EIGENGNBVINIG 10: FIMNBIO. 6 vosivccccsnccceccsccvetereeseses aise ee ae ise 86.5 aes aware es 5 Sti 
East Buffalo to International Junction................++ wae re vee ‘sa 5.1 ae Seca is 8,475.7 less than the total shown in the table. The 
East Buffalo to Suspension Bridge. .........cccccccescece an ‘Sea me _16.9 Se oan ie difference is made up of lines o , ree roads ste 
Salamanes. to Elammond, TAGs < «ccc scs ccceccncdecececsoes re ea we 538.6 35.7 ose 1,256.5 I - Pp *¥ mee three i” ads ted 

Hannibal & St. Joseph: velow. On the Cleveland, Cincinnati, Chicago & St. 
Ghee (401 EMR pace ccekeeated esas ence wen cevacdaua es eee 4 noe er wee Louis 1,286 miles of line are operated under regulations 
Harlem to Kansas City.......ccsccccccccsccceccccnccose eee 2 eee ee 6.9 ee : 3 i : 3 

Titinele Central: which are designed only to protect passenger trains. On 

ee eeees Nee Baa ode na rece tirsc inch annnndcncinits 9.7 69 ¢ = aes wan re the Michigan Central 355 miles are worked under a sim- 
aera. SO m oe fey Se 92:7 ilar rule, and on the Southern Railway 5,935 miles, a 

Kansas City, Ft. Scott & Memphis: 4 total of 7,576 miles. Adding these to the first-mentioned 
eee ee a a ee We cS ‘7. total makes 25,761.9 miles of road. Beyond this, we 
Olathe to. Paola......-.0+.ssses00s sete eee e cence ee eeeeeee wae eae wae 22 diga APE 43.0 have also ‘catielied in the table 847 miles of the Chicago 

wee > eee Meee @”S*B ee 49 & Alton, on Which the block system is in foree only dur- 

Lake Shore & Michigan Southern: ing fogs. Adding this last item we have a total of 

DORR anne yh Ren SR a ho nate Dene ep Rey NC cee ae ware 500 913 eas aed 26: 6089 salles of sailvoad in the United Gtate: Hicl 
LG or eal ee ees ee LE RR we ae Se ees 4.8 Let SOUS. TOMES OF FABER IE Ee BICC etree: OF Wwalem 
16At 31 places on main line, 79.5 miles of track........... eee 40.0 eee eee eee aes 1,457.8 block-signal regulations are in foree. The total in the 

a oy POR ERule Wena Ser ace oes ele zane nacre bouts eee 148.3 pee ase: ere is nell table, 26,661.6 miles includes 52.7 miles entered twice, as 

Bateviow to BUGhe NOG nic. sco cas cets cece sececescdesns 37 iia above noted. This last total (26,661.6 is 6 miles smaller 
Sugar, Motes Pads fc Reggae mags RN ona _— vie pee en we Pes than the sum of the six other columns in the table owing 
Depew to East Buffalo.. NTR oree ger ess cas eee 10.5 me wee Poe Pee Aer to the reduction of the six-track and eight-track mileage 
Penn Haven Junction to ack Cree unction; Montana i‘ —— ay. ae , ack dalle 5 ieee S a 
ineh (tin ai... 9 - : Re on the Illinois Central to four-track. In one item it will 
Bernice 16: POrt OW WOW occ cc cccs sac sce neon iswen coesanss coe eee eee 47.4 te be observed we have had to lump one-track and two- 
Mt. Carmel to Black Creek Junction..............ceeee- eee eee . eee 6.0 = S Somos votho ‘ Soe sad ep ae ae 
Kohinoor Junction to: Ashland... occ. 5. ccscccsscveweses eee see . 7.1 . esa k mileage together, and in another two-track and 
Cranberry Junction to Tombicken...........cccccccceces eee eee . ae F four-track had to be treated in the same way. 
Lumber Yard to Bridge Junction................2e0008 see . : yf cee eee - Sk a a er wttitie 
New Boston Junction to Laurel Junction................ eee eee . 5 + see see q Although : this ee, ™ confined to the United 
Audenried to Hazle Creek Junction..........cccccccccces eee eee ° 8 States, it will be of interest to mention here that the 
Ithaca Junction to Auburn Junction..........+-...eeeeee ace as 42.6 Canadian Pacific, with 9,931 miles of road, ordinarily 
Worth airtnvens €6) SRYECs nc... aaccaalcoe ceca ve caeecseeccviens aes oe 116.8 ; ; = 
OOMGACI: Ci INN a6 lca nccios cide v'n.o vaccb ob ee eee euieee es tee : 189.2 protects its passenger trains by a space interval, though 
South Plainfield to Perth Amboy...............cceeeeees eee eee 9.6 see see van ce shin ledicolcnnniactartad <fore a at i seics 
Sauaasactin Gaertn te ae ese Z5e 39 ss at under a rule somm Ww hat different from that in force on 
Lizard Creek Junction to York Farm Junction........... ae 34.9 other roads. This rule is that “no train shall leave a 
(POWAGAG (0 TROLUIRC: 6 co.e.cccaecicn cerciaindiss sow avncctecte ans eee 28.7 stati sing a train carrving passengers. within 3 
Van Etten Junction to Geneva Junction..............66. me eee 59.5 TT ny a ae irae bl Mate thin - 
GAC OI Oe IDI ce eee os Swe ae _ minutes, unless a report of the arrival of the train car- 
Seneca Falls to Geneva Junction............ccccccceece wee vee 8. ‘ying passengers : > next station ahead is receive 
Rochester to Hemlock EAheC. ... ..:c0ccccesens cccccesvsweess 29.1 sli ing : jengers st the — tation: ale id is received, 
Tonawanda Junction to Depew Junction................ a eae was 10.5 Bee a: ae or (on single track) a train from the opposite direction 
Depew fo Van Hiten Junction. <<... 6 ccccccscceceensoenes eee eee eee see 150.8 see 1,114.2 has arrived. 

Long Island: Picea Dents 15.6 

17Long Island City to Flora WRN aed tio atews makes e464 , _ tee eee eee eee ). lntoe Bt cane _ . 
Long Island City to Woodside Junction......... ie ees sae aes eee 3.4 eee Notes Explaining the Table. 
Wantlshte SORCTIOM TO We ck cccccccescccccsccscnses eee eee see eee vee 1 tee 1This line is wor ked by the electric staff and is included 
Winfield to Whitestone Junction. ......ccccccccccvcscoce see tee eee tee 3 tee tee under the head of ‘‘controlled manual.” 
WR ARPIRGUM, 00s UII i ore oie cicik cde sd dmwoc ene aeeeeeeaens see vee tee 6 tee see ck 2 and *—The signals for the block system on this line are 
Manhattan Beach Junction to Sheepshead Bay........... tee tee ee oo 4 tee a now in course of construction. 

SGeOne Park tO PGMs 6s ascesicce ced cccescnceesswvtves tee eee see tee 6 eee 39.0 *This item represents 68 miles of line in snort sections; all 

Metropolitan West Side Elevated, Chicago: double track; but in each case only one of the two tracks is 
LoWaniml St. Co WEATAWHOIO Ais. «6:6 osc oc csisis sos neceeeacincions ee see 2 eee see tee ss signaled. 

Che eS RMON nk Knee cledinc sine cedesie saccade eu veenneeat eee S eee .- .. ore 3.0 “This represents 12 miles of the eastbound track, from 

*°Michigan Central: South Ashburnham to Fitchburg. 

Suspension epee 0G VU OUINO ane oa eae cola cela aetaigce dacs *: e ‘This item represents 97 miles of double track road in 
ae ee 6 WR 5 dec eescewedencéiviudenvanweneanes 17.3 a short sections; on which, however, oniy one of the tracks is 
WOHnG TO) ONG: oon s os cou cen ccsscde cnt cecsivwdedees on 31.3 signaled at any one place. 

CAPs Ue Map ERED a: cso o-diaid cian iarn dove. 2x9 4-6 0. b ce aie WEe.01e.8 Kes 56.4 ag ?The Leonard apparatus is an electric “lock and block”’ 
BDPIDSNOME 8 WRMREOM cp cctieccosnsedesdeevevenssatecances 3s 82.1 machine; this and the fol'owing item are classed under 
BNGECGM TOL NIGRO. « oie oo sos ble wla awe cea necivinwadaccuanesaeds 76.2 os “controlled manual.” 

IBGE TO WENN visrarcaicisteici crac conclu ai Ke ene deicciawide aden eee 15.8 sOn that part of the Chicago & Alton not embraced in the 
TRUSTE OP BR Ben cavenesccescccsecécoasetesasvasece em . first four items, the block system is used only during fogs. 
RaT is PEE Mn PN aes geo vi bo wars b ad ola Sein Seis eee eee 9.6 *Electrie staff. 

DIGZEGE UO) SCHOO o2 orgcs sis cscns sis ccnepialec cae aaawane sees see 9B lectro-pheumatic. 

Jackson to NileS...........s se cececeee ee ee cece eeeeceees 115.9 oe This line is used jointly by the Chicago, Rock Island & 
Pernt 0G) MONI y civ doce ciacaancescesevedcens Mewes eee .* 514.6 Pacific and the Lake Shore & Michigan Southern. 

Mobile and Ohio: a 12Blectrie staff. 

GSE Leis, GiICIRIN hs dolce ceva cecidsiceind neawendsncnsies 20.0 20.0 130n those parts of the line where, as from Galion to In- 

Nashville, Chattanooga & St. Louis: dianapolis, the figure ! is inserted the block signals are used 

TE CUOE TE CR nes panes ves sec cesatvns Saeedeneneses . : 2 oces only to protect passenger trains. These sections aggregate 
Chattarioogs to Weihntclle... ... .c..ccecesucccscecwdece 4.4 1.6 8.0 1,286 miles. 

New York Central & Hudson River: 14Norty-four miles of this road, including the four-track 
21Grand Central Station to Mott Haven.................. . ee + 5 portion, has the Sykes locks, and is included under ‘‘con- 
TIMGTE Haven: 10 NemAgGaCE so c.66 occ cece tinccadwesscveesse P Hg 137 «2 trolled manual.” 

AIARY TO SARE TRIO e.g occ cc caso cs ccesséccccsseceewss : “ “ss 298 15This item represents 9.6 miles of third track. 
lack Rock Junction to Niagara Falls.................4. : oh 7 ons 16This inciudes 6.7 miles used jointly with the Chicago, 
. 0.5 vee Rock Island & Pacific. 
‘Rensselaer WO Es inte sis wine la =< Se are Wareig sein ni pia/a ciureine setae “s “ 17Controlled manual, 15.6 miles. 
Mott Haven tos WOOGIAWID: ss, 5.0.5.0 cies cas ee cic adieeiesivisiesaeie soe ee ( 18Now in course of construction. 
WeOOGIGWR tO WRG ities cnc cic cewcccc ercceccqene pers oes 11 =e tae ose 19Rowell-Potter automatic signals, with overlap and with 
Weehawken to East Buffalo (West Shore)............... es ree wen ; 85 340 ee ats automatic safety stop; two miles of four track line. 
Geneva to Mahaffy (Penna. Division)............ccceeees eee ee aa 266 Pre eae 1,170.5 2On those parts of the Michigan Central entered under 
New York, New Haven & Hartford: = “manual,” the train order signals at each station, controlled 
Boston to Readville..........cccceccccccccscccccscccsecs ee tee ee ere ee (c) 10.6 nus by the train dispatchers, are used as block signals behind 
Resddville tO Pawichee. oo.cccccc sc cece cc cccnyceceset see tee see tee tee (c) 29.7 as <a passenger trains, but not ordinarily behind freight trains. 
Pawtecnet 10 B. Av., POOTIIMOR. ooo cccccicccccsvcecscces eee one (c) 5.0 eee *Unotlicial. 
lyse kh Ro 2 ere es (c) 62.8 see eee 21Controlled manual, with track circuits throughout the 
WOOD err rts WO RMRIBTIN 5&5. 6. 600:0.4,0 6:0.4/ssiele 0 sle'e qin od ein aia gree 5.3 see Sih length of each block section, and with auxiliary signals for 
Canton Junction to Stoughton Junction...............045 5.7 use in case of failure of the electrical apparatus. 
soston Switch to Worcester oer 38.4 ‘ontrolled manual. 
ROBTON: £0: NIIUUIODONG ss cicisccciccaccscecds ovecn eo cs esieieicie.ee-e 43.6 Items marked ¢ (229.3 miles) have the controlled manual 
TOMEOTE CO WE MIDOIE ann ans ens cove cess paves ances acs ae 18.8 system, 
Mavllower Park tO Vall RIVER. << o6cccewccccwccacecesccee 38.1 ‘Seventeen miles more soon to be established. 
Mancheld t6. NeW DGUNOUO... 60.6560 cas cae cnecsiegcw qeeics oes 31.2 23ollowing movements only. From Columbia to Vernon 
Mansfeld: £0: WOIPOlG ss sce cecc ccc wr eesiesecvicio ns seeeceesces 8.4 ae a and from Hartford to Hopewell Junction both opposing and 
Port Morris to Pelham Manor.............sssseessessece ace ee (c) 8.8 see following movements are provided for. 
Pelham Manor to New Rochelle Junction................ wale ue nee (c) ) 1. 8 eae 20The item marked a represents three miles of third track. 
Woodie to NEW BRGUGN so. oc. oc codec ccc Stewie esoeues wera me (c) 6.8 — 55.3 tee That marked b includes some mileage which has three tracks 
Cedar Ell to New Domdoe. ...oos cc cece ccccscewnssendas eee ons see (c) 49.0 aes and some which has four tracks. That marked c¢ represents 
New Haven to Springfield... .. 1.0... cece eee cece ee eeees tee 62.0 vee tee “33 ao the controlled manual system. The total number of miles 
2Wilson Point to Brookfield Junction................0++ eats me oe eae 32.0 + tee of track worked under the block system on the Pennsyl- 
2Air Line Junction to Middletown.............eeee08 id aa ane he 22.0 es eicla vania road is 2,941.1; consisting of 539.5 automatic, 2,399.9 
MIGGICTOWR 10 CODRIE: «occ cw cece cnweescescacteersters seis agi eee wer es 5.7 aes simple manual, and 1.7 controlled manual. 
SOCIEE TH We IEG, oon oe cece evces ciccssiccenseees es.es pa aus ei ere 24.0 wae 27Three-position signals, a singie arm being used both for 
WOPnon 16 BUrmate ss <osic.cccccccce sc ccceecnscspeasevdnense ane cae eae “ce sea 8.6 the home and the distant indication. 
Columbia to Vernon. ......ceeeeceececececccccccccccsees eee see ese ese 18.2 sae oe 23In course of construction. 
Hartford to Hopewell Junction...........cccccccccceses eee eee eee eee 97.6 eee 688.9 2"The block signals are used only for the protection of pas- 
ew York, Ontario & Western: senger trains. 
COMNWEIE CO BRUENMIGG. «5.0 ce oasis seins s cnielereielsinreeeies vinieeisies 13.0 s°Unofticial. Item marked a includes both double track and 
Summitville to Mountaindale. .........ccccccccccccccece 8.0 single track. 
MACECY £0; PMC c wis.ccccciess ven scecvesweseeenucies 6.0 
Cook's Falis to: Bast Branch. 2... .0< cccccsccswessee aaa 10.0 : aed ; . : 
CIAIGI KO MAURIE io docecce ccc see see co ceebsa cawese ace as 63.0 The modifications in the totals may be shown in tabu- 
PIPGGGH: BHOEU BOCHOME. « <ccc cece ccc cdcesccvccceeeceesges A xi “ee ae i ’ a 
2 New York, Susquehanna & Western: aia lar form as below: 
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Old Cars and New Conditions.* 


Your Committee on “What results are being developed 
in the old class of freight car equipment by the intro- 
duction of the heavy type of locomotives and the larger 
number of 60,000, 80,000 and 100,000-lbs. capacity freight 
cars that are being placed in service,” beg leave to report: 

We find a considerably larger number of these cars 
with broken end sills, body bolsters, draft-timbers and 
center sills, than when they were not subjected to the 
severe treatment that they receive to-day. It is found 
necessary to keep these cars in service for financial and 
other reasons, and in order that as much satisfactory 
service can be got out of them as possible, the precau- 
tion is generally taken to increase the size and quantity 
of draft-timber bolts, when renewing draft-timbers. In 
fact, as a general rule, when the bodies are otherwise in 
good sound condition, these are put up to the M. C. B. 
standard and in such cases are not much trouble for some 
time after. It is found necessary to pay more than ordi- 
nary attention to keep the nuts well tightened up to 
obtain the best results, and on the whole I do not consider 
that the result is any worse than we might expect. 

When these cars were built, they were intended to be 
used in a train of about 625 tons. We often find them 
now near the front end of a train of about 2,000 tons, 
and I am of the opinion that even this is not the most se- 
vere test that they are subjected to. Our switching crews 
are certainly not the tenderest or most considerate class 
of humanity, and when they get a little excited, look out 
for trouble. This recklessness has apparently increased 
somewhat since the general adoption of the M. C. B. 
coupler, and the light capacity cars suffer more than their 
heavier neighbors in consequence. As a rule when a light 
capacity car comes into the shop for general repairs esti- 
mated to cost $60 or more it is condemned at once, to be 
replaced by one of 60,000 Ibs. capacity or more, and conse- 
quently it is only a question of time before they will be 
gone entirely. 


Water Jets for Locomotive Driver Flanges. 





An interesting topic in connection with the subject of 
flange wear, which has recently been discussed a number 
of times, is the use of water jets on the driving wheels of 
locomotives to reduce the wear of the flanges. The Duluth, 
Missabe & Northern for several years has had its heavy 
engines equipped with pipes so that jets of water can be 
directed against the flanges of the driving wheels, and Mr. 
William Smith, the Superintendent of Motive Power, says 
that they could hardiy get along without this water at- 
tachment, especially on their hill and dock engines. 

Very heavy trains are handled on the Duluth, 
Missabe & Northern over heavy grades and around 
sharp curves. The road engines are consolidations, 
some weighing 180,000 Ibs., and the switching engines on 
the docks weigh more than 120,000 Ibs. One grade of 2 
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Annual Report of the Interstate Commerce Commission. 


The Interstate Commerce Commission, on Jan. 4, sent 
to Congress its fourteenth annual report. The following 
abstract is from a synopsis sent out by the Commission 
in advance of the full report. 

The first subject is the need of additional legislation to 
make the Interstate Commerce Law more effective. The 
arguments presented in previous years on this subject are 
not repeated, but the Commissioners say that although 
their attitude has been misunderstood and misrepresented 
their views are confirmed by continued experience and 
observation. The Commission appears to recommend the 
legalization of traffic associations, taking care, however, 
not to favor giving such associations any power over rates, 
even indirectly. . . . It is evident that railroad man- 
agers generally have made no attempt to comply with the 
spirit of the present laws. They may keep within the 
letter, but their doings are inharmonious with, if not in 
actual violation of, a federal statute. It is claimed by 
them that this is necessary. It must be admitted that under 
present conditions discriminations necessarily occur, 
If, as is alleged, competition is compelled in all things 
by one law which is binding upon the carriers, it can 
hardly be supposed that another law of more or less di- 
verse and opposing tendency will at the same time be 
obeyed. It is universal experience that capital takes ad- 
vantage of competition. If public transportation can be 
bought and sold like a commodity, the largest purchaser 
will, some of the time, if not all of the time, get the best 
terms. It is idle to suppose that railroads will actually 
and all the while compete with each other as to every 
item of service or facility and at the same time expect 
that all their patrons, small and large, will be treated 
exactly alike. Such a result has never yet been realized, 
and practically will not be realized. The policy now pur- 
sued cannot and will not prevent an outcome of vicious 
discriminations. And what is most unfortunate of all, 
those discriminations favor the few and place the many 
at disadvantage. They aid the strong, who have no need 
of assistance, and handicap the weak with burdens which 
by comparison are always unjust and often destructive. 

Railroad Combinations.—These are now a striking 
feature of the times. Railroads are likely to combine 
more extensively and more thoroughly than any other 
industry. From unofficial sources the Commission gathers 
that there were absorbed in various ways between July 1, 
1899, and Noy. 1, 1900, 25,311 miles of railroad, more 
than one-eighth of the entire mileage in the United States. 
When we consider what has actually been done, what is 
undoubtedly in contemplation, the entire feasibility of 
these schemes, the very great advantage which would 
result to the owners of the properties involved, and the 
fact that a step once taken in that direction is seldom 
retraced, it becomes evident that in the immediate future 
the main transportation lines of this country will be 
thrown into great groups, controlling their own territory, 














Piping for Driver Flange Water Jets—Duluth, Missabe & Northern. 


per cent. is about seven miles long and trains weighing 
2.200 tons without the engine are taken down this hill. 
The brakes with the retainers set up are continually ap- 
plied and released for the entire distance. There are 
many curves on this hill and with the heavy drag going 
up and the brakes set going down, the service is very 
severe on the flanges. The water jets are used all the 
time on the switch engines and, as required, on the hill 
engines, with the result that the driver flanges suffer very 
little on account of curves and crossovers. 

The arrangement of the piping for a consolidation en- 
gine is shown by the accompanying sketch. A *%4-in. cock 
is tapped into the back head of the boiler below the water 
line and a pipe is carried down two or three inches to a 
“Ta short nipple and an elbow. Pipes are then run 
to the back and front drivers, which pipes are in turn 
branched to the right ald left sides. In this way water 
jets are available either for running forward or for back- 
ing the road engines; on the switch engines the jets at 
both ends are allowed to run all the time the engines are 
working. 

If the rail is in bad condition and the engine is liable 
to slip, by using a strong jet of water the rail 
and tires may be washed clean, giving good adhesion. If 
the rail is in good condition, only enough water should 
be used to keep the tires moist. If the water is used in 
this way there is said to be no trouble experienced from 


slipping. 


The Russian Ministry of Transportation has approved 
a project for the construction of a railroad 285 miles long 
in the valley of the Dnieper and eastward to or towards 
the Azof, and further south than any existing east and 
west line, connecting several lines to ports on the Black 
Sea and the Sea of Azof. Work, it is said, will be begun 


next spring. 





*A report to the Central Railway Club by 8S. King, Esq., 
President, January 15. 


and not subject, with respect to most of their traffic, to 
serious competition. Such a condition is not without its 
benefits. Many of the worst forms of discrimination will 
cease. To eliminate that competition will be to work an 
actual saving in the cost of the service, and this should re- 
dound to the benefit of both the carrier and the shipper. 

But the only check upon the rate is removed. Hitherto 
competition between carriers has kept down the price of 
carriage. If that is taken away nothing remains except 
the force of popular opinion and the feeble restraints of 
the present law, which are of little effect when directed 
against slight and gradual advances. It will lie within 
the power of two or three men, or at most a small group 
of men, to say what tax shall be imposed upon the vast 
traffic moving between the East and West. The nature of 
the service and the conditions under which this species of 
property is operated may be such that it cannot be, and 
perhaps ought not to be, brought under the controlling 
force of competition, but those very conditions make it 
imperatively necessary that some other control should be 
substituted for competition. 

It is idle to say that freight rates cannot be advanced. 
During the past year they have been, by concerted action 
upon a vast volume of traffic, advanced in every part of 
this country. It is equally idle to say that they will not 
be advanced. It is both human nature and the lesson of 
history that unlimited power induces misuse of that 
power. Railways are not combining for the purpose of 
“extortion and abuse,” but none the less should the people 
provide some protection against that possible result of 
the combination. 

The report says that 824 changes were made in the 
official classification on Jan. 1, 1900, of which 818 pro- 
duced advances in rates and 6 resulted in reductions. 
Based on Chicago-New York rates, of these advances 434 
increased the rate 42.8 per cent. and 32 as low as 15.3 
per cent. Six of the advances amounted to 100 per cent. 
of the old rate. The average advance was 35.5 per cent. 
Changes in the Southern classification since Jan, 1 last 


worked an advance in rate on 531 articles and a reduc- 
tion upon 105. Using rates from Ohio River points to 
Atlanta as a basis, the average advance was about 30 per 
cent. and the average reduction about 26 per cent. 
Changes were made in the Western classification on Jan. 
25 to the number of 257, of which 240 were advances and 
17 reductions. The percentage, as computed on rates 
from Chicago to the Missouri River, were on the average 
47.4 for advances and 31.7 per cent. for reductions. By 
these changes in classification, therefore, rates upon a 
considerable part of freight traffic in all portions of the 
United States, many of them applying on the most com- 
mon articles of merchandise, have been very materially 
advanced. In addition many commodity rates have been 
withdrawn, thus making the articles affected take higher 
class rates, 

The Commission refers to its investigation of last De- 
cember in regard to the changes proposed to be made in 
the official classification, and says such changes were not 
made because some articles were found to be paying too 
low rates or others too high rates compared with other 
articles in the same class, but that the railways had deter- 
mined to increase their revenues, and instructed the class- 
ification committee to make the changes for that purpose. 
There was no claim of any unusual need of revenue. Not 
for years had traffic been so heavy or gross receipts so 
large as then, but it was insisted that the cost of operation 
had been enhanced and net revenues would thereby be de- 
creased. Comparisons are made in the report for three 
large Eastern systems, which show that the percentage of 
operating expenses to earnings was less in the year ending 
June 30, 1900, than for the corresponding year 1899, or 
for the average from 1890 to 1898. Another comparison 
of these statements shows gteater net earnings per mile 
for 1900 than for 1899, or for the average from 1890 to 
1898. It cannot be said what effect these advances in 
rate, which prevailed during the last half of the year 
1900, may have had upon the result for the entire year ; 
but when it is considered that gross receipts, and there- 
fore net revenues, enormously increased during that year, 
it is evident that there is little in the claim that increased 
cost of operation justified these advances in rate, 

The Commission says its purpose is not to criticise the 
action of the railways in this respect, but rather to call 
attention to what has been done, and thereby to what 
may be done. It has been the understanding of late that 
the statutes of the United States prohibited the advance 
of interstate rates by concerted action among the carriers, 
yet here we find an instance where in every part of this 
country carriers have by concerted action, without any 
notice to shippers, and indeed against the vehement protest 
of shippers, advanced their rates upon a large portion of 
the merchandise carried under class rates an average of 
one-fourth. If this can be done with respect to that por- 
tion of railway traffic, it can be done with respect to all 
of it; and if rates can be advanced 25 per cent. they can 
be still further advanced by the same method, It can no 
longer be said that a general advance of freight rates is 
altogether a fancy, for it has become an accomplished fact. 
Neither can it be said that the public can escape such an 
advance, however unjust. Hundreds of persons have de- 
manded relief from what has been actually done. In some 
instances, where the shipper was great enough or the 
organization to which he belonged powerful enough, that 
relief has been voluntarily granted by the railways, but 
the general public and the small shipper have been com- 
pelled to make the best of it. Neither, says the Commis- 
sion, is it our purpose in calling attention to this matter 
to suggest that the law should be so interpreted or amended 
as to forbid changes in classification by agreement. A uni- 
form classification is a public necessity. 

Previous to the act to regulate commerce there were 
188 classifications in territory now covered by the official. 
A return to that condition would be intolerable. More- 
over, the application of that act practically compels car- 
riers to adopt a uniform classification, and it would be 
the height of injustice to forbid by one statute the thing 
which another statute in effect compels. But it is equally 
wrong and intolerable that a classification committee or a 
railway manager should be able by a stroke of the pen, 
without consultation with the public, without even in- 
forming the public, to arbitrarily change the rates at 
which freight traffic shall be handled. Carriers should 
have the right to agree upon a uniform classification and 
to amend that classification, but when hundreds of ship- 
pers complain that a public servant has perpetrated a 
wrong upon the public in the discharge of a public duty. 
there should be some public tribunal before which inquiry 
can be had and by which redress can be administered. 

The Commission next refers to the Buffalo Grain Pool. 
In the course of a hearing recently had in New York 
City certain facts were developed with reference to what 
is known as the Buffalo grain pool. The effect of this 
arrangement has been to create a tonnage pool of the 
grain moving by rail between Buffalo and New York. 
Whether the traffic distributed by this pool falls within 
the jurisdiction of the act to regulate commerce, and 
whether, therefore, the pool itself is prohibited by the 
fifth section of the act, is a matter about which, in ad- 
vance of further investigation and consideration, no 
opinion is expressed. The carriers insist that this is not 
interstate traffic within the act. However that may be. 
the operation of this pool is instructive and apparently 
bears out what the commission has predicted in previous 
reports. First, all discrimination and favoritism between 
shippers is done away with. Second, all competition 1 
respect to the rate is removed. Still, after everything 
has been said, the fact remains that the existence of this 
pool probably makes it possible to maintain between But- 
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Northern Central (included in P. R. R.) 
Ohio River Bridge and connections: 
Louisville, Ky., to New AIDARY, CC... 66. ccccccccscccces 
*6Pennsylvania R. R. (and controlled lines east of Pittsburgh 
and Brie): 
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Peoria & Pekin Union: 
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Philadelphia & Reading: 
18th and Callowhill Sts., Philadelphia, to Pottsville June. 
9th and Fairmount Ave., Philadelphia, to Bound Brook.. 
West Palis te Nicetownh Junction... ic iccccesccsseescers 
16th Street, Philadelphia, to Norristown................ 
Wayne Junction to Germantown. ..........ccccesccccccne 
Germantown to CROUERUE FER... 0 ccccccesssccsccccece 
Jenkintown to South Bethlehem...............eeeeeeeees 
GIGDRICS C6 WIOW, GEONEs oo crc ccccecsconcsccanscenscs 
Newtown Junction to Frankford..........-..cccccccceee 
PE CRCONe EO TI oe osc cr scn Se wiscecewegeecnesesiee 
Reading to Mast Penn: Function:......0.060cccsccessnevncee 
2p, H. & P. Junction, Harrisburg, to Shippensburg...... 
*eTamaqua to Snydertown.......... alee ‘ 
Philadelphia, Wilmington & Baltimore (included in P. R. R.) 
Pittsburgh, Bessemer & Lake Erie: 
Conneaut Harbor to North Bessemer...........-eeeeeeee 
Pittsburgh & Lake Erie: ‘ 


Pittsburgh & Western: 

Allegheny to Newcastle Junction. ............ceeeeeeeeee 
Richmond, Fredericksburg & Potomac: 
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Rio Grande Western: 
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South Side Elevated, Chicago: 
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St. Louis, Keokuk & Northwestern: 
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falo and New York a rate from 1 to 2 cents per bushel 
higher than has in recent years actually been paid. If 
other combinations could be made to eliminate competition 
in other directions, much greater advances would be pos- 
sible. The Commission has previously expressed the belief 
that arrangements of this kind might properly, in some 
cases, be permitted, but only after a method had been pro- 
vided by which the rate, when made, could be actually 
controlled. 

The thought naturally suggests itself, Is the advance 
of 1 or 2 cents a bushel in this rate of much consequence? 
One cent a bushel applied to all the grain which moved 
through the port of Buffalo in 1899 would amount to 
$1,500,000 ; and applied to all the grain moving by rail in 
the United States for that year it would have aggregated 
almost $10,000,000. The Danville (Va.) case is also re- 
ferred to under this head. 

Joint Rates —A wrong adjustment of rates cannot be 
effectively corrected unless the regulating body has power 
to determine what rate or what relation of rates shall bé 
substituted in place of the one found to be unreasonable. 
Incidentally, in that same connection it has been observed 
that when the rate attacked is a joint rate, participated in 
by two or more carriers, no relief can be granted unless 
the further authority exists to determine the divisions of 
this joint rate which each carrier shall receive when the 
carriers do not themselves agree. This matter of joint 
rates and their divisions, while it has not received much 
attention up to the present time, will be found ultimately 
of first consequence. If joint rates are to be regulated 
authority must be given over their divisions. It is possi- 
ble that such authority exists now, but the carriers deny 
this, and the importance of the subject should not be 
overlooked. 


The routine work of the Commission has increased, but 
the force is better trained and more effective, so that 121 
clerks do more-work than was formerly done by 134. The 
construction of tariffs has been greatly improved, so that 
they can be dealt with much more easily than in former 
years. 

The number of complaints received during the year, 
formal and informal, was 639, but few of which reached 
the formal stage. Complainants, knowing the inability 
of the Commission to enforce its decisions, were unwilling 
to take the trouble to prepare formal complaints. The 20 
formal cases brought during the year are briefly stated in 
the report. The decisions rendered by the Commission 
during the year are also reported. The more important 
of these have been given in the Railroad Gazette. Eighteen 
civil cases are pending in the federal courts to enforce 
orders of the Commission. In some criminal cases the 
accused have pleaded guilty and paid fines. A number of 
indictments are awaiting trial in Louisiana. In the 
Behlmer case (Summerville, S. C.) the United States 
Supreme Court, on Jan. 8, 1900, amplified its former con- 
struction of the long and short haul law. It is held that 
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both the Commission and the Circuit Court of Appeals 
mistakenly considered, as a matter of law, that competi- 
tion, however material, arising from carriers who were 
subject to the act to regulate commerce could not be taken 
into consideration, and likewise that all competition, how- 
ever substantial, not originating at the initial point of 
the traffic, was equally, as a matter of law, excluded from 
view. No decision was rendered by. the court upon the 
facts in this case. 

In the Colorado Fuel and Iron case the Circuit Court of 
Appeals reversed the decree of the Circuit Court and di- 
rected dismissal of the complaint. The Circuit Court 
upheld the decision of the Commission, but the Circuit 
Court of Appeals, following later decisions of the Supreme 
Court, held that the Commission was without authority 
to prescribe rates for future observance by the carriers, 
and that this applied as well to an order of the Com- 
mission determining the relation of rates between localities 
as to an order prescribing maximum rates. The court 
further said that determining the relation of rates in- 
volved the exercise of legislative functions to the same 
extent as fixing the rate on an independent consideration 
of what would be a reasonable compensation for the 
service. In reviewing the decision of the Court of Appeals 
the Commission takes occasion to state the necessity for 
autherity to regulate rates for the future, and shows 
that a suit at law for damages cannot be an effectual 
remedy. A number of other court decisions are reported. 

The report gives an abstract of the statistics of the rail- 
roads of the country for the year to June 30, 1899, and 
an abstract of the preliminary statistical report for the 
year ending June 30, 1900. This latter was given in the 
Railroad Gazette of Dec. 28, p. 860. 

Safety Appliances.—The safety-appliance act became 
fully effective on Aug. 1 last. Railway equipment in regard 
to hand holds and grab irons and standard height of draw- 
bars shows approximately perfect compliance with the 
statute. The Government has not undertaken to decide 
the coupler that shall be used, the number or location of 
hand holds or grab irons, the height of drawbars, or the 
number of cars in a train to be provided with the air- 
brake. These matters are all left to the carriers. 

Since the law went into effect no complete or accurate 
information regarding accidents has been obtained. <A 
large number of the accidents to employees can only be 
attributed to carelessness, and the Secretary of the Com- 
mission addressed a letter to the subordinate branches of 
various railway organizations [brotherhoods] calling at- 
tention to the need of greater care and caution. It was 
also suggested that reports of accidents shall be made by 
the organizations to the Commission, with a view of min- 
imizing, as much as possible, the need of resorting to the 
courts for enforcement of the law, and so avoiding the 
friction and consequent hostility which frequent litigations 
of this character must inevitably engender. No prosecu- 
tions under the act have yet been found necessary. In 
cases where it was found necessary to call attention to 
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defects in appliances or in their operation, the railroad 
managers have thus far readily complied with not only the 
letter but the spirit of the law, and have not been inclined 
to cavil about the application of the statute in doubtful 
cases. 

June 30, 1899, there were 928,924 persons employed on 
United States railroads. During the year ending that date 
2,210 of such employees were killed and 34,923 were in- 
jured in railroad accidents. The number of killed and in- 
jured in coupling and uncoupling cars was somewhat less 
in that year than in the year preceding. Tables compar- 
ing 1893, 1897, 1898, 1899, and 1900, show some decrease 
in the number of accidents in 1899 and 1900. In 1893, in 
coupling and uncoupling cars, the ratio of killed and in- 
jured to the number employed was: Killed; 1 in 349; in- 
jured, 1 in 18. In 1899 these ratios were: Killed, 1 in 
563, and injured, 1 in 22. 

To the end that every precaution may be taken, and that 
no careless, indifferent, ignorant, or selfish individual may 
be permitted to endanger his fellows, a system of public 
supervision should be maintained and a close inspection 
made of the rolling stock in service, so that no wear or 
breakage may go unnoticed and unremedied. It is not pro- 
posed that such public inspection shall in any respect 
interfere with the duties of the operating companies re- 
specting repairs. Such inspection will require some ex- 
penditure of money—small, however, in comparison with 
the interests affected. Any appropriation of the public 
funds must be justified by the object to be attained, and a 
comparison is made of expenditures in the Life-Saving 
Service, Lighthouse Establishment, and Steamboat In- 
spection Service. 

The Commission has had a special appropriation of $15,- 
000 with which it has employed inspectors to gather in- 
formation concerning safety appliances and the general 
condition of the train service. The railroads have re- 
sponed favorably to the suggestions made by the Com- 
mission in this connection. 

Any estimate of reduction in the number of accidents 
due to the adoption of safety appliances must take into 
account the changes in conditions since 18938, when the 
law was enacted. At that time the average trainload was 
about 184 tons, while in 1899 it had risen to an average 
of 248% tons. The small cars and lighter locomotives 
then in general use have given place to much heavier 
equipment. Steel cars have been introduced, capable of 
carrying 50 tons each. The use of heavy cars and engines 
in the same trains with old wooden and lighter cars sub- 
jects the draft rigging and couplers of these lighter cars 
to unusual strain, and results in many accidents which 
formerly would not have occurred. Of course, the risk 
to the men employed in handling trains of cars of mixed 
capacity and greatly varying strength is much increased. 
This was a risk the employee was not called upon to 
take in 1893, when the law was enacted. 


The Commission now has a library of 5,500 volumes 
and 7,200 pamphlets, which is a constant aid to the Com- 
mission and is used by students of transportation ques- 
tions. 








The Works and Product of the Alpha Portland Cement 
Company. 





A few weeks ago a number of civil engineering students 
from Columbia University, under the guidance of Prof. 
Lovell, visited the works of the Alpha Portland Cement 
Company, near Easton, and the notes that follow were 
prepared by a couple of those students. They are a 
pretty good example of reporting, and furthermore, are in 
themselves interesting as an account of one example of 
what has come to be an important engineering industry. 

The works of the Alpha Portland Cement Company are 
at Alpha, N. J., on the main line of the Lehigh Valley 
Railroad, 70 miles from New York and four miles east 
of Easton, Pa. The company owns about 140 acres of 
land all underlain with the cement rock from 0 to 5 ft. 
below the surface. The dip of the vein is 36 deg. The rock 
is an argillaceous limestone of slaty color. At present it 
is being quarried at a depth of 85 ft. and borings have 
been made to a depth of 185 ft. from the surface without 
finding any change in the nature of the rock. 

The rock lacks 4 per cent. of lime necessary to make 
a first class Portland cement. To supply this lime a cer- 
tain amount of limestone from the Lebanon Valley is 
mixed with the natural rock. This mixing is done at the 
crushers, which reduces the rock to about the size of a 
man’s fist, whence it goes to four crackers, which grind it 
to about the size of a walnut. From the crackers the 
material is taken by belt conveyors to a drier which is a 
revolving cylinder 40 ft. long and slightly inclined. At 
the elevated end of the drier is a furnace, the hot gases 
from which pass through the cylinder. The material is 
then taken by a belt conveyor to a hopper, from which 
it is distributed to nine Griffin mills, and also a ball and 
a tube mill. The ball mill is a large revolving drum con- 
taining cannon balls, and the tube mill is a cylinder 21 
ft. long, 5 ft. in diameter, containing Norway pebbles. 
The capacity of the ball and tube mills is three times 
that of the Griffin mill, and the Griffin mill takes 25 h.p., 
the ball mill 30 h.p., and the tube mill 70 h.p. 

From these mills the material goes to 10 kilns. These 
kilns are 60 ft. long and from 5 ft. to 7 ft. in diameter. 
They are inclined % in. per foot, and revolve on three 
bearings. These kilns revolve continually, and each has 
a capacity of 150 barrels per day. The material enters 
the high end of the kiln through a water-jacketed feed 
device. The fuel is powdered coal, which is blown in 
through a pipe at the lower end of the kilns. The tem- 
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perature at the lower end is from 2,500 to 3,000 degrees, 
while at the rear end it is only 1,500 degrees. The clinker 
drops out of the forward end through shafts to the foot 
of five colors. It is then lifted by bucket elevators to 
the top of the coolers. ‘The coolers are vertical iron 
cylinders, in the center of which is a perforated pipe 
through which air is blown. Baffle plates are placed 
along the pipe and sides of the cylinders. 

From the’ coolers the material is wheeled to crackers, 
and thence passes to 15 Griffin mills, where it is ground 
and then is passed through an inclined screen. This is 
equivalent to passing through a 100-mesh sieve. Tail- 
ings are sent to a tube mill. The fineness of the finished 
product is such that 95 per cent. must pass through a 
No. 100 sieve and 75 per cent. through a No. 200 sieve. 

The powerhouse contains one 1,000 h.p. engine, an air 
compressor of 125 h.p. and six auxiliary engines. The 
big engine drives two shafts, the first of which drives 
9 Griffin mills and one ball and tube mill for the raw 
material. The other drives 11 Griffin mills for the 
clinker. Of the two large auxiliary engines one drives 
the remaining Griffin mill and tube mill for the clinker, 
and the other engine drives the three Griffin mills used 
in grinding the coal. There are 11 boilers using 70 tons of 
coal per day, and the kilns burn 100 tons per day. The 
water is pumped from the Delaware River, 7,000 ft. 
away, to a reservoir near the works. 

There is a laboratory where a qualitative and quan- 
titative analysis is made on the material taken from the 
quarry before the blast, the ground raw material and 
the finished product. Sample analysis of the raw material 
and finished product are given. 


Final product. 


Raw material. 
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Rest H.O, graphite and organic matter. 

There is a testing laboratory where tests are made 
for fineness, soundness, strength and activity. 

A new plant with a capacity of 2,000 barrels per day 
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supposed. Most suburban trains consist of from three 
to five cars, though they not infrequently consist of but 
two, or as Many as six or even more. Under the condi- 
tions of generaily prevailing practice, the proportion of 
the available braking weight carried by the locomotive 
truck is as follows: 

For a two-car train, about 15 per cent. 

For a three-car train, about 12 per cent. 

For a four-car train, about 10\% per cent. 

For a five-car train, about 9 per cent. 

For a six-car train, about 8 per cent. 

Considering the case of a six-car train only, can any 
one deny that there have been and will be many in- 
stances where the sacrifice of 8 per cent. of the available 
braking power of a train, thereby increasing the length 
of stop one-twelfth, accounts for the destruction of valu- 
able property and frequently the loss of invaluable life? 
In these days much consideration is given to the necessity 
of high acceleration, and to this end the short suburban 
trains are now very generally handled by much heavier 
locomotives than were formerly employed in this service. 
The corresponding necessity for a high rate of retardation 
in stopping does not appear to have had equal considera- 
tion, and yet it is certainly not less important to shorten 
the time and distance of making the frequent stops re- 
quired than to quicken the start, in order to maintain a 
high average rate of speed between stations. With a given 
period of time from start to stop, also, the ability to stop 
quicker means economy in fuel consumption, because of 
the lower maximum speed necessary to maintain the 
schedule. 

The value of the use of the locomotive-truck brake is 
not confined to suburban, or, in fact, to passenger service ; 
its efficiency, as a factor of safety, can scarcely be over- 
estimated in cases where locomotives so equipped are re- 
quired to handle short trains of loaded freight cars, espe- 
cially upon heavy grades, and where the proportion of 
total available braking power dependent on the locomotive 
is therefore especially high. It is also frequently neces- 
sary to move freight locomotives over the line without 
trains, or with only a caboose attached, and in such 
cases the rate of speed always closely approximates and 
often exceeds that of passenger trains. Under these con- 
ditions, the braking weight carried by the locomotive truck 
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ically and drawn against the action of the fire to the far 
end, where it is discharged into a trough. Above this level 
there are two solution tanks containing dilute sulphuric 
acid, which is fed directly upon the heated sand, forming 
a slush which is washed into four wooden tanks 30 ft. in 
diam., with a capacity of 125 tons each. In these tanks 
the solution attacks whatever copper may be present in 
the slush. The resulting solution of copper sulphate is 
then drawn off from these leaching or lixiviation tanks 
and is used in large vats as an electrolyte. The essential 
principle of operation in these vats is the electrolytic 
action caused by passing a current from one set of lead 
anode plates to a corresponding set of lead cathode plates. 
The copper, after reaching sufficient thickness upon the 
cathode plate, is stripped off and the resulting copper 
plates are hung in the solution again to receive a thicker 
coat, bringing the sheet copper up to the thickness re- 
quired for market purposes. From the time the ore is 
loaded on the cars in the mine to the time that the copper 
is stripped off the lead plates in the deposition building, 
the work is entirely automatic and is either mechanical 
or by gravity. 

The plant is now being erected. The buildings are of 
steel and corrugated iron, with the exception of the power 
house which will be of stone with a steel roof. The power 
house will probably be under roof, and the steel work 
for the other buildings delivered about the time of the 
Annual Meeting. 


Wide Fire-Box, Atlantic Type, Locomotive—Baltimore 
& Ohio Railroad. 


The accompanying engravings show the first one of a 
lot of wide fire-box Atlantic type passenger locomotives 
built for the Baltimore & Ohio by the Baldwin Locomo- 
tive Works. Bituminous coal will be used. The grate 
area is 42.5 sq. ft. and the total heating surface is 2,663 
sq. ft., of which 150 sq. ft. is in the fire-box. The tubes 
are 16 ft. 1 in. long. The fire-box length is 102 in., about 
the same as that of the new passenger locomotives of the 
Chicago & Northwestern, but the grates are a little nar- 








is now being built near the present plant. The new 
plant is to have ball and tube mills exclusively and 10 
kilns which ride on two bearings. It will have 6 Ster- 
ling water tube boilers, and two 1,000 h.p. engines. The 
combined capacity of the two plants will be 3,500 to 
3,700 barrels per day. 

The present plant will soon be run by electricity. The 
power supplied will be at a point on a eanal at Raubs- 
ville, two miles from plant, where there is a 40-ft. fall 
into the Delaware River. This will generate from 1,500 
to 1,800 h.p., which will be more than is needed for the 
old plant, and the surplus will be used in the new plant. 
Both plants will also be equipped with steam for emerg- 
ency use, 


The Locomotive-Truck Brake.* 


Some years ago, in Commenting upon the report of the 
Massachusetts Railroad Commissioners with reference to 
a fatal railroad accident that had been subjected to an 
unusually careful and exhaustive examination, the J?ail- 
road Gazette said: 

“Over and over again, we have the lesson in passenger 
train accidents that it is the last 20 or 380 ft. that kills. 
One of the clearest of these was a famous accident in 
1890, when 23 people were killed, and none would have 
been killed if the train had been stopped 45 ft. sooner.” 

In the face of such facts as these, it is difficult to un- 
derstand why railroad managers do not exhaust every 
resource to obtain the closest approximation to absolute 
control over their trains by the application of the highest 
possible braking power to every wheel. 

The available braking weight of a train is the total 
weight of the locomocive, the light weight of the tender, 
and the light weight of all the cars. ‘That propercicn of 
all this available weight which is carried by the truck of 
the eight-wheel locomotives customarily employed to haul 
suburban trains, is much greater than may readily be 


*From a Bulletin issued by the Westinghouse Air Brake Co. 





Wide Fire-Box Atlantic Type Locomotive. 
is from 25 to 30 per cent. of the entire available braking 
weight of the train, so that the importance of the use of 
the truck brake in connection with freight as well as 
passenger locomotives is manifest. 

Briefly returning to the question of possible interfer- 
ence of the truck brake with the perfectly free move- 
ment of the truck, experience has demonstrated that it is 
altogether a question of design. 





The Arlington Copper Mine. 


The members of the American Society of Civil Engineers 
who may attend the Annual Meeting have been invited to 
visit the Arlington copper mines and plant at Arlington, 
N. J. Mr. Granbery, Engineer in Charge, furnishes the 
following description: 

The mine is the old Schuyler mine. which was worked 
intermittently from 1719 to 1862, over thirty shafts hav- 
ing, up to that time, been sunk to the copper-bearing rock. 
Some of these shafts are now opened, and others are being 
opened with a view to a more thorough exploration and 
development. The deepest shaft is 240 ft. deep, and the 
entire mine is drained down to the 100-ft. level by a drain 
tunnel 1,300 ft. long. It is intended to run a drift through 
the center of the property, making cross-cuts as far as the 
property lines, and remove the ore by these cross-cuts and 
drifts. The ore will be removed from the mine by a dou- 
ble-track cable road which will run through the main 
drift. The cars will be automatically dumped into the 
crusher which reduces the material to about 14%-in. cubes. 
From the crusher the material drops into an ore bin with 
a capacity of 500 tons where it is dried, and thus pre- 
pared for dry rolling and pulverizing. From the ore bin 
the material drops into a set of Fraser & Chalmers crush- 
ing rolls, and being reduced to about 4 in. in size, is 
conveyed thence into two pulverizing machines which 
grind up all the material so that it will pass through a 
40-mesh screen. This resulting sand is then roasted in a 
furnace with a hearth 10 x 200 ft., being stirred mechan- 





rower, being 6014 in. The cab is at the rear and the 
Vauclain system of compounding is used. The fire-box 
has a brick arch. The total weight of this engine in 
working order is 149,600 Ibs., and the weight on drivers 
is 83,400 lbs. The tender has a capacity for 5,900 gals. 
of water and 8 tons of coal. 

The following is a list of the general dimensions: 
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with steam roads have been established during the past 
year. ‘The Commissioner tries to have interlocked signals 
or suitable mechanical protection at existing grade cross- 
ings. At many crossings the travel has increased so that 
the conditions are more dangerous than when the cross- 
ings were approved, and orders have been issued for addi- 
tional protection at certain crossings; but the authority 
of the Commissioner has been contested and the question 
is pending in the Supreme Court. To depend on the con- 


ductor of a street car to make sure, without mechanical 
appliances, that a steam railroad crossing is clear is not 
a sufficient safeguard, because incompetent men are some- 
times employed in this work. 

It is recommended that the law empowering the Com- 
missioner to regulate the establishment of new highway 
grade crossings be made more comprehensive and strin- 
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Corrugated Fire-Boxes for Locomotives. 





’ 


A paper on “Locomotive Boilers’ was read by Mr. 
Cornelius Vanderbilt at the Junior Meeting of the 
American Society of Mechanical Engineers, last Tues- 
day evening, at the house of the Society, 12 West 31st 
street, and brought out a large attendance. It was an- 
nounced by the Chair that the title of the paper was 
more comprehensive than the author would have sanc- 
tioned had he been able to communicate with the So- 
ciety and modify the title before announcements were 
made. That is, the specific purpose of the paper was to 
describe and illustrate the Vanderbilt boiler, and to ae- 
company it with enough other matter to explain its con- 
ception and make possible an intelligible statement of 
economic results. This purpose was well carried out, 
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Atlantic Type Compound Locomotive—Baltimore & Ohio Railroad. 
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Michigan Railroad Commissioner’s Annual Report. 

Railroad Commissioner C. S. Osborn, of Michigan, has 
nuide up the 28th annual report of his office. The first 
subject considered is the record of persons killed and in- 
jured, the total number of casualties in the state during 
the year 1899 having been 793, an increase of 197 over 
the preceding year. The Commissioner recommends legis- 
lation to prevent the use of railroad tracks as public thor- 
oughfares, especially in large towns and cities. 

“Very satisfactory progress” has been made during 
the past year in the separation of grades at crossings, 
especially those used by electric railroads. The Com- 
luissioner strongly disapproves grade crossings, and in 
consequence of this the promoters of new electric roads 
how try to lay out their lines so as to avoid crossing steam 
roads at grade. No new grade crossings of electric roads 


gent; that the State Railroad Department be empowered 
to regulate the construction of electric railroads; to con- 
trol the crossings of electric lines with each other as well 
as with steam roads; to require fencing where necessary 
and perhaps to order the adoption of suitable train 
despatching. ‘The railroad tax laws of the state are un- 
satisfactory and the Commissioner recommends that the 
Legislature revise the law.. Even if the present plan is 
continued in force several clauses ought to be made clearer 
and what is the income of a railroad in the state of Mich- 
igan should be unmistakably defined. 

The total length of railroad in the state is 7,929 miles, 
equal to 14.1 miles per 100 square miles of territory and 
to 82.8 miles per 10,000 inhabitants. The railroads of 
the state have been thoroughly inspected during the year 
and this subject is reported on by the Mechanical En- 
gineer. There are 128 interlocking plants in the state, 12 
more than were shown by the previous record. The gen- 
eral condition of these plants has been much improved. 
The railroads are giving attention to the protection of 
stations by semaphore signals. The law should empower 
the Commission to keep all overhead obstructions at least 
22 ft. above the rails. It is often difficult to determine the 
ownership of overhead wires; the law should require poles 
to be marked. It is recommended that Michigan enact a 
coupler and air-brake law in harmony with the Federal 
law on this subject. Other recommendations are that the 
Commissioner be empowered to require the construction 
of depots, that the Legislature require locomotive en- 
gineers to be licensed and that bell cords be required on 
mixed trains. 

The Legislature limits the Commissioner’s annual re- 
port to 300 pages, and this prevents the publication in 
full of the annual reports of the railroad companies. As 
these reports have “a peculiar and important interest to 
very many persons” the Commissioner recommends the 
immediate amendment of the law, for publicity is one of 
the most important regulators of corporations, 


the paper being a comprehensive summary of the vital 
points of a very broad subject. 

The reading of the paper was accompanied by the dis- 
play of a large number of lantern slides showing some- 
thing of the very early locomotive boiler design, and its 
development to the time when systematic staying, 
crown bars, radial stays and other detail features, be- 
came recognized necessities. These features led natu- 
rally to the consideration of various boiler sheet shapes, 
the Wootten type of fire-box being among those most 
conspicuously exhibited. Mr. Vanderbilt sketched briefly 
various efforts to use the cylindrical fire-box, mention- 
ing in this connection attempts and failures of German 
builders, and referring to the double fire-box as used in 
the Strong engine. 

In considering his own design a series of erecting 
cards, sectional views and photographs, showing work 
done by the Baldwin and Schenectady Locomotive 
Works, for the New York Central, the -Union Pacific 
and Baltimore & Ohio were exhibited. The net impres- 
sion of the observer of these designs is that the result, 
as a whole, is symmetrical, and in many respects fine. 
Data of tests show a decided margin to the good for 
engines having the cylindrical fire-box, both in rate of 
evaporation and in ultimate fuel consumption, a saving 
of 9.4 per cent. being credited in one instance to a 
freight engine of the New York Central, having the 
Vanderbilt boiler and tested against an engine of the 
same class having an ordinary boiler. The total repairs 
to engine 947 (see Railroad Gazette, Sept. 1, 1899) for 
one year, with a mileage of 54,650 miles, was $1,456.52, 
this sum including some incidental repairs that have no 
direct connection with boiler considerations. The paper 
brought out an animated but brief discussion. 

The Russians are said to be mounting a number of 
3-in. guns on platform cars for the defense of the Chinese 
Eastern Railroad. 
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Fast Runs. 





The table published herewith is one which appears in 
the 1901 edition of Modern which has just 
been issued. It brings down to date the record given in 
the larger table, published in the earlier edition of the 
book, and in the Railroad Gazette of June 11, 1897. The 
present table does not show any higher speeds than were 


Locomotives, 


From the new edition of Modern Locomotives, published by the Railroad 


Dist'nce,| 


From To. Miles. 


Date. Railroad. 


Denver 
Ashley J. 
Rocky Mt. 


Chicago 
Cent. Junc. 
Florence,8.C 


Burlington 
Char. & Sav. 
Atlantic ov L. 


Feb. 15, °97 
Mar. 11, °97 
Apr 9, 9% 


Apr. 21, 9% Lehi Alpine Geneva Je. | 
July 2, °97| Atl. City, HP. \% R.)) Camden |Atl’ntic City 
July 14, 97 “04 | “ag 
July 16,°97, P.. Ft. W.&C. |G.R.&I.Je|} Colehour | 
Aug. 3, °97) 4 Union Pacific Evanston Omaha | 
iteedameelied [i N. Platte | 
Nov. 29, ‘97 = Cheyenne (Council Biffs} 
Dec 4, 97 * Sidney Omaha | 
Dec. °97| Midland (Eng.) Ameptieh | sccoccsse } 
Feb. 13, °98 Erie Jersey City Buffalo | 
e = Sus ;u’han’a| Hornelisv’lle 


June 16, 98 Wabash Tilton Granite City) 


Aug. 5,°98) Atlantic City Camden _ /|Ati’ntic City 
Aug. 20, 98 | | 

= | Pe | 55.5 
Sept. 16,°98) Chic. & N. W. Chicago | Omaha | _ 493.0 
Jan. 2,°99) Chic., B. & Q. Omaha Chicago 500.2 
Apr. 23, °99| Chic., B. & Q. Clyde | Burlington 197.3 
June 28, °99 » Mendota | Riverside | 72.0 
July 9,°99' Del., L. & W. Bath |East Buffalo) 104.0 
July 19, 89 Vandalia Clayton | Transfer | 18.0 
July 22 99 ~=Atlantic City Camden jAtr’ ntic City 55.5 
July 31, °99'W. J. & S. (Penn.) sj | | 58.3 
Oct. 7, #9) Penn, Ww. Sp ittsb’g.| Ft, Wayne | Chicago 148.3 
Oct. 14, 99 Waneeh Tilton iGranite City 176 6 
Nov. 22, °99 L.8.& M.S. Buffals) | Cleveland 183.0 
Dec. 5, °99) Chic. a & Q. Mendota | Chicago 83.0 
Mar. 27,°00 Atch., T.& 58. ¥F. Los Angeles = 2,236 
Apr. 30,°00) © hic., ‘ie & \). Burlington | - 205 8 
July 9, °00) N. Y. GC & HR. Rochester | Syracuse 80.7 


given in the earlier record, and the significance of the 
items here given is due rather to the weight of the trains, 
or the length of the runs, or the regularity with which 
high speed has been maintained. ‘The greatest progress 
during the past three years has been that made in uni- 
form high-speed example, that on the 
Atlantic City Railroad, several times noticed in the 
Railroad Gazette, where trains of five and six cars have 
been run 55 miles, every day for two months, at 64 miles 
an hour and this kind have been 
made, also, with trains of more than six cars. The devel- 
opment in Europe during the past three years has been 
almost wholly in the increase in the number of fast reg- 
ular trains, as frequently noted in the Railroad Gazette 
(April 8, 1898; —_ 7, June 9, July 21, August 18, 
Noy. 10, Dee. 1, Dee. 22, 1899; Sept. 24, Sept. 28, 190¢ 


service, as, for 


faster. Records of 


Reports of Railroad Building. 


The table below shows the miles of railroad built in 
three calendar years as reported by three. differ- 
ent authorities, Poor's Manual is issued in August, and 
reports to the end of the preceding December. The two 
preliminary report in the last 
and a final report in January or Feb- 
one year are sometimes 
we must ac- 


each of 


journals issue a 
December 
Poor's figures for any 
corrected the next year. It follows that 
Poor as the final authority, and it is satisfactory 
reports of the two journals 
Interstate Commerce Com- 
construction, but net in- 
June 30. Therefore, 


weekly 
week of 
ruary. 


cept 
close the early 
authority. The 


report new 


to see how 
ure to this 
mission does not 


crease, and this is for the year to 


the Commission figures are not comparabie with those 
below, 
Wiles of Railroad Built in 
1897. 1898. 189). 
Poor's M: mua » 2161 3.199 4,52 
Railroad Gaz 3.265 4.560 
Railway Ag 3.083 4$.5SS 





The Memorial Bridge at Washington. 


been introduced into the Senate by 
House by Mr. Henry (both of 
appointment of the Me- 
Commission of ten 


Bills have recently 
Mr. Hawley and 
providing for the 


in the 
Connecticut), 
examine 
that recommended by the 
Army, which was designed by 


morial Bridge persons to 


and select one of two designs, 


board of engineers, U.S. 


Prof. W. H. Burr, and the “design prepared by George 
Keller, of Hartford, Conn.” the board to report its se- 
lection at this session of Congress. The bill further 


provides that the construction of the bridge and its ap- 
architect and 
subject to the general 
approval of an officer of the 
appointed by the Commission, 
sioners of the District of Columbia, 
Senate and House 
ex-officio 
completed by five 


dent 


proaches shall be placed in charge of the 
engineer whose design is adopted, 
supervision and Govern- 
ment to be The Commis- 
the chairmen of the 
Committees on the District are to be 
Commission, which 
appointed by 
the Senate—all the 


is to be 
the Presi- 
members of 


members of the 
citizens to be 
and confirmed by 
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the Commission to serve without pay. It is said that 
bills for another commission are calculated to 
if not to kill the project for a memorial 
bridge between Arlington and Washington altogether. 
The Washington Star quotes “a recognized authority on 
as saying that the Keller design has 
study; that no stress 
and no analysis of the 


these 
waste time, 


bridge architecture” 
not yet beyond a 
shects have been shown for it, 


passed mere 


Fast and Unusual Runs Made During 1897-1900. 
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engineering features has been made in any way. The 


Keller design was not included in the plans considered 
by the board of Army engineers and described in the 
Ruilroad Gazette of April 20, 1900, page 248. (See also 
Dec. 14, 1900, page 831.) 











The Webb & Thompson Electric Switch and Signal 
Apparatus. 


There can be no question as to the desirability, if not 


the necessity, of working switches and signals by power, 
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Vor. 


of expense and also in regard to the more or less di- 
vided responsibility entailed. 

The London & North Western has put to work 
a number of experimental plants of different power 
systems, and after exhaustive trials has chosen 
the Webb & Thompson electrical system, of which, 
by the courtesy of Mr. Webb, of Crewe, we are enabled 
to give a brief description, with illustrations prepared 


Gazette. 
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from photographs. These views show a 59-lever frame 
in one of 10 signal cabins at Crewe which will contain 
altogether about 1,000 levers. 

Vig. 1 is a view of the interior of the signal cabin, 
showing how compact this comparatively large frame is 
and in what a smali space it can be fixed. The levers, it 
will be noticed, are in two tiers, the upper tier being as 
a rule used for switch movements, and the lower for 
signal movements. These levers are manipulated in the 
same way as an ordinary mechanical lever. Only the 
levers are placed in the upper part of the signal cabin, 
the interlocking, electric switches, ete., being placed in the 





Fig. 1—Webb & Thompson’s Electric Switch and Signal Machine. 


Vote-—The interlocking 
especially 
number of 
the severe 


at stations involving the movement of a large 
to relieve the signalman of 
physical exertion with the manual 
and to enable him to more closely watch train 
movements, and the position of the points and signals he 
is working, but also to avoid the necessity of having so 
many signal cabin, undesirable on ‘the score 


levers; not only 
necessary 


system, 


men in a 


(mechanical) 


is beneath the floor. 


lower part, where adjustments or repairs can be mace 
without interfering with the work of the signalman. 

Fig. 2 shows the lower floor of the cabin with the inter- 
locking, the circuit closers and the check locks. T! 
interlocking is of the well-known tappet type in mini: 
ture, and the electric switches or circuit closers and check 
locks are illustrated separately by Figs. 3 and 4. 
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Fig. 3 is the electric switch by means of which the 
current is transmitted from the supply source to the 
switches or the signals. The contacts are of carbon, and 
the whole is so arranged that in case of failure the 
switch can be removed and a new one inserted in its 
place in a few minutes. The life of these switches has 
not yet been ascertained. Switches have, however, been 
in use for over 12 months, and so far show but little wear. 

Vig. 4 shows the check lock. This is provided to pre- 
vent the complete movement of the lever in the signal 
cabin‘ until the movement of the switch points is completed 
and the rails themselves bolted, when a current is re- 
turned from the switch to the magnet of the check lock, 
which is energized and the pawl (seen in the illustra- 
tion) withdrawn, allowing the projecting piece on the 
rod attached to the lever to pass, thus enabling the move- 
ment of the lever in the cabin to be completed. These 
check locks are provided for switch levers only. 

Fig. 5 shows a facing-point. On either side will be seen 
the covers of the cast-iron boxes containing, in the one 
case, the switch movement and, in the other case, the 
signal detector electric switches, which in addition to 
the check lock just described, are provided to insure that 
a signal reading over these switch points cannot be 
lowered unless the points are accurately in position and 
bolted. It will be noticed these covers are level with the 
upper face of the sleepers and ballast; thus no obstruc- 
tion is caused and a level footway is made for workmen. 

Fig. 6 shows a switch movement removed from the box. 
The electric motor is worked by a current of 20 am- 
peres at 100 volts. The movement of the motor is trans- 
mitted to the switch movement cam-wheel by means of 
a worm and worm wheel, clutches being employed to dis- 
engage the motor as soon as the switch movement is com- 
pleted. The motor itself runs free until the current is 
cut off. ‘The motor is so speeded that the reversing of a 
switch is done in three seconds. 

Fig. 7 shows a signal post and a ground disk signal, and 
Fig. 8 shows the signal mevement. This is the simple 
magnet movement adopted in the Timmis automatic elec- 
tric signaling which is so successfully worked on the 
Liverpool Overhead Railway. 

To carry the current from the lever in the signal cabin 
to the switches on the ground six wires are employed, 
and these are made up in a single cable about *4 in. in 
diam., which is laid down in a groove in rough wood 
trunking, this groove being filled up with pitch after the 
cable is laid in. 

The signals are worked by two wires, one wire being 
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a common return for several signals. These signal wires 
are dealt with in the same way as the switch cables, ex- 
cepting in the case of distant signals, where the wire, if 
it does not form an obstruction, is carried on low stumps. 

The officers of the London & Northwestern have de- 
cided in favor of electrical apparatus because of the easy 
adaptability of this power. It is the power required for 
lighting purposes, and will be largely used for working 
capstans, cranes, and baggage lifts; and it can generally 
be obtained from local supply companies, thus making it 
unnecessary for a company to build its own plant. 








































jridh sty th 





Foreign Railroad Notes. 
A new regulation in Belgium is that there may not be 
more than 25 cars and 60 axles (behind the tender) in 
any passenger train: 


The Prussian State Railroads have imported a small 
quantity of cross ties of the South American quebracho 
wood, concerning the durability of which marvelous tales 
are told. 


Transport reports that in connection with the low 
pressure pneumatic interlocking to be put in by the 
London & Southwestern at Basingstoke some automatic 
block signals will be introduced. 


The leading Belgian newspaper, the Independence 
Belge, complains bitterly of the management of the Bel- 
gian railroads, in an article which begins with these 
words: “The disorder on our railroads grows worse and 
worse, and it is really high time to make energetic efforts 
to put an end to what has become an actual seandal.” 
Overcrowded trains, insufficient cars, rolling stock out of 
repair are among the complaints made and the public is 
called upon to rain law-suits on the management (the 
State) for damages suffered. Belgium, more than any 
other state, is a coal and iron country, and has had an ex- 
traordinary traffic for a year or more, and this has 
doubtless exceeded the facilities of its railroads. Wheth- 
er these have done all that they could is a question we 
must leave to the Belgians. 


The Germans have built a railroad in their colony in 
Southwest Africa which extends from Swakopmund east- 
ward into the interior 120 miles, in a country very little 
troubled by Europeans, and apparently not much by Afri- 
cans. There is one passenger train weekly in each direc- 
tion, which takes 14 hours to make the trip, stopping an 
hour for dinner at the half-way station, and about 10 
minutes at each of the other eleven. There is a freight 
train daily, and this halts overnight at the midway sta- 
tion, but while on the road runs about as fast as the 
passenger train—which ought not to be difficult. The 
present interior terminus is about 4,200 ft. above the sea, 
the line passing through a rough country. There is 
hope of developing some mines in the interior when the 
road has been extended 115 miles further, through a 
less difficult country, with a rise of about 1,000 ft. The 
road is worked by a troop of the German railroad regi- 
ment. 










































































Fig. 8. 


WEBB & THOMPSON’S ELECTRIC SWITCH AND SIGNAL APPARATUS. 
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EDITORIAL ANNOUNCEMENTS. 


CONTRIBUTIONS—Subscribers and others will ma- 
terially assist us in making our news accurate and com- 
plete if they will send us early information of events 
which take place under their observation, such as 
changes in railroad officers, organizations and changes 
of companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining to 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
notices of mectings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published. 


LDV ERTISEMENTS—We wish it distinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT LIN THE ADVERTIS- 
ING COLUMNS, We give in our editorial columuas OUR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, etc., to our readers, can do so fully in our 
advetising columns, but tt is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage. 


The subject of automatic couplings has become a 
burning one in Germany and elsewhere on the conti- 
In several countries of Germany and in Austria 
experiments are with American automatic 
couplers, chiefly of the Janney type. The question is 
complicated there by the present style of spring side 
buffers and screw couplings, but the reports so far 


nent, 
made 


made, after trials lasting for months, are generally 
favorable. The automatic couplers have been found 
practicable in connection with present side buffers. 
The matter has gone so far that the German Railroad 
Union, with 50,000 miles of railroad and about 570,000 
freight cars, has formally declared that the present 
method of coupling must give place to something bet- 
ter, and has recommended that the tests of automatic 
couplers be continued with a view to adopting a uni- 
form type applicable to existing cars and to be used 
on all new ones; which, however, for some time to 
come, must also have the old appliances, that they 
inay be used with the old cars. It is estimated that 
distributing the changes over a period of 12 years, 
the whole stock may be equipped with automatic 
couplers at a cost of about $3,700,000 a year. And 
the importance of the change is believed to justify 
this expenditure, 


Mr. W. H. Elliott has gathered some interesting 
statistics concerning 141 derailments which have oe- 
curred at derailing switches, and his comments on 
this record may be found in another column. His 
paper is a statement of his views less fully expressed 
at the St. Louis meeting of the Railway Signaling 
Club in November. It does not appear how long a 
time or how many miles of road or train miles are 
covered by this record, but assuming that the time 
is even as long as ten years, we should be inclined 
to urge, if we were to take up the discussion, that 
reports of a larger body of experience will be needed 
before these statistics can be made to yield a satis- 
factory Again the quality of the discipline 
is an important factor in any comparison which is to 
Mr. Elliott speaks of old and 


lesson. 


cover a wide range. 
careful enginemen who make very serious blunders; 
but this by itself does net mean much. Almost any 
superintendent will claim that the discipline of his 
enginemen is better now than it was five or ten 
what light does the record show on this 
feature of the subject? This will be a useful ques- 
the Chicago meeting. The essence 


years aso, 


tion to ask at 
of the argument presented at St. Louis by Mr, Ell- 
jotS opponents was that some roads do avoid col- 
derailers); that they 


This is 


lisious at crossings (without 


a satisfactory record for safety. 


maintain 
equivalent to the assertion that the discipline of such 
roads is better than that of the roads cited by Mr. 
Elliott; so the only way to make an intelligent com- 
parison will be to get a good account of the discipline 
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on roads of both classes. This would mvolve also a 
statement of the number of crossings, number of 
trains and number of enginemen. If those who ad- 
yocate doing without derailers can make any show- 
ing at all they ought to be warmly encouraged; for 
their theory has two strong points in its favor; first, 
the omission of the derails saves money, care, and 
the risk of accident due to possible defects in the de- 
rails themselves, and, second, every improvement in 
discipline Gn one point makes it easier for the super- 
intendent to elevate the discipline of his men in other 
respects. A superintendent is justitied in playing al- 
most any trick on himself if he can thereby hold his 
attention more Closely to this lust point. We hope 
that a goud mass of experience wit be brought oul 
at Chicago, and expect a profitable discussion; but it 
is to be borne in mind that the question will prob- 
ably always elude settlemeut, because there will be 
no agreement as to the premises; almost everybody 
will approve derails at some danger points, while 
nobody will ever put them in at all danger points. 
Who wauts a derail at every cross-over? 


The ofticial abstract of the annual report of the In- 
terstaute Commerce Commission has been given out 
for publication and something of it appears on an- 
other page. The Commission repeats its request for 
more laws to help control the railroads. It appears 
that the railroads have succeeded in raising rates 
directly and by changes in classification and that 
“under the conditions now existing it is inevitable 
that frequent discriminations should occur and end- 


less acts of injustice be committed. Theoretically, it 
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is possible for each road to observe its published 
schedules in every particular, but this in many cases 
must be done, if done at all, only at the loss of need- 
ed traffic, unless all rival roads with equal strictness 
und honesty conform in like manner to their publish- 
ed rates. The idea of public regulation implies cer- 
tain standards of correct Conduct to which all car- 
riers shall conform. It also implies some measure 
of supervision apd control over these subject to its 
requirements, to the end that these standards may be 
observed and thereto, 
This, without doubt, is inconsistent, to some degree 
at least, with actual and constant competition as that 
It appears that great 


practices made to conform 


term is commonly understood.” 
combinations ure going on and that “the danger lies 
in the fact that the only check upon the rate is 
thereby removed. Hitherto competition between car- 
riers has kept down the price of carriage. If that is 
taken away nothing remains except the force of pop- 
ular opinion and the feeble restraints of the present 
law, which are of little effect when directed against 
slight and gradual advances. It will lie within the 
power of two or three men, or at most a small group 
of men, to say what tax shall be imposed upon the 
vast traffic moving between the East and West.” 
Many times we lave expressed regret that the Inter- 
state Commerce Commission does not use its great 
intiuence with the people, with Congress and with 
the railroads to create a body of public opinion and 
to bring about the laws that shall help rather than 
hinder the railroads in the vital work of keeping rea- 
sonable, ubiform and stable rates and of destroying 
discrimination. All of the best men in railroad work 
know that this is the great end to be sought—that it 
is really vital, as we say. Many of them are working 
steadily towards this end and many others feel that 
this end can probably only be reached by actual con- 
centration of ownership. They feel that any other 
hope has been destroyed, largely through what the 
Interstate Commerce Commission has done or has 
failed to do. We need not now go again over the 
ground of this ancient debate. There are men on 
the Commission who understand that the railroads 
are not public enemies, that if the Commission and 
the railroads had worked together for 14 years we 
might now be much further along towards the traf- 
fic millennium, and that much of the argument pre- 
sented in the synopsis of their report is specious; but 
the body of the Commission seems still to dwell in 
the atmosphere of 15 or 20 years ago. It is an un- 
fortunate situation, but the railroads are not ruined 
nor is the nation ruined. We shall pull through. The 
way will be slower, however, and more costly than 
it need be and than it would be if the people and 
Congress were more wisely guided. 
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Wider Fire-Boxes. 


The new Atlantic type passenger locomotive for the 
Baltimore & Ohio, shown in this issue, is another 
good example of a wide fire-box engine with the cab 
at the rear. While a few are disposed to think that 
keeping the engineman and fireman together js not 
of great importance there is nevertheless a strong 
inclination toward this practice. Possibly the intro- 
duction of wide grates has been retarded by the idea 
that their use necessarily involved a separation of 
the enginemen, but however that may be, the use of 
wider grates for bituminous coal has made marked 
progress since it was shown that the cab can be kept 
at the rear and a deep and wide fire-box can be got 
with engines having trailing wheels. That the ad- 
vantages of more suitable grates for bituminous coal 
are being realized is well shown by the number of 
wide fire-box Atlantic type engines now being built, 
and in spite of the inherent objections to trailing 
wheels. The up-to-date engine must now have a 
wide fire-box. 

In considering wide fire-box engines for soft coal 
two questions arise at once as to what is a sufficient 
depth of fire-box and what grate area is needed. 
Obviously ideas may change but for the present at 
least there seems to be a well defined opinion that a 
fire-box suitable for soft coal should at least be deep 
enough for a brick arch with still greater depth if the 
design permits. The wide fire-box engines recently 
built with rear cabs show best the opinions of their 
designers as to the grate area, and as might be ex 
pected there is considerable variation as shown by 
the table. 
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It will be seen that in large engines for passenger 
and fast freight service there is a foot of grate pro- 
vided for from 48 to 65 sq. ft. of heating surface, 
which may be compared with 80 to 85 for recent 
large passenger engines with narrow fire-boxes. Prob- 
ably the best proportions for the ordinary run of soft 
coals is one foot of grate for from 50 to 55 sq. ft. of 
heating surface. At any rate the indications are that 
engines with such grates are showing fuel savings of 
from 15 to 20 per cent., which is the important thing 
for roads which cannot afford to do much experiment- 
ing. 


Some European Notions on Car Lighting. 


We have lately published abstracts of the two re- 
ports made to the International Railroad Congress on 
the question of car lighting, these being the last of a 
long series of reports which we have received and 
printed at greater or less length. 

The reader will perhaps have noticed that in the 
matter of car lighting the experiénce of the United 
States was apparently quite unknown to the report- 
ers. This suggests the queer findings of the Third 
Section of the Congress on the question of automatic 
block signals concerning which we wrote recently. 
Notwithstanding a very able and full report on the 
subject by Mr. Carter, the long and extensive use 
of automatic signals in the United States was entirely 
ignored and the Section could not arrive at any 
opinion or recommendation until automatic block sig- 
nals had been extensively tried in Europe, where we 
suppose the laws of nature are quite different from 
those which govern this continent. 

Similarly the experience of the United States in 
‘ar lighting is ignored, and yet in this branch of the 
railroad art also we have long led the world. Years 
ago we replaced candles and lard oil lamps by kero- 
sene lamps and gradually developed lamps of remark- 
able power and efficiency. Years ago we took up 
also the system of lighting by compressed oil gas. 
which is of German origin, and we earried that art 
to higher perfection than it has yet reached in the 
land of its birth; that is, our gas lights are superior 
in power and brilliancy and beauty of design to those 
used in any other country. On this continent also the 
experiments with electric lighting have been mere 
varied and extensive than anywhere else. Where 
other countries have lighted a car we have lighted 
trains and where other countries have lighted trains 
we have lighted scores of trains. Nevertheless the re 
porters on car lighting appear not even to have dis 
covered the United States. Of course we are not 
complaining of this, for the more zealously that sor! 
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of spirit is cultivated in Europe the more certain are 
we to take the lead in competitive trade. 

The reader will have observed doubtless, also, that 
the writers of both of the reports make their special 
point as between compressed gas and electricity on 
the question of their relative safety. We have often 
pointed out in these columns that this is not a reason- 
able or wise contention, because lighting by com- 
pressed gas is, practically speaking, entirely safe, and 
indeed we judge that it is quite as safe as lighting 
by electricity. In either case the danger of explosion 
or fire is so remote that it need not enter into the 
choice of a lighting system. 

Lighting by compressed oil gas has been done on 
the railroad cars in this country since 1866 and to-day 
there are 16,000 cars running on this continent so 
lighted. We have heard of but one car having been 
destroyed through a fire or explosion caused by this 
gas, and we have never heard of a train wreck set 
on fire by gas; that is, we have heard of such occur- 
rences, but when they were traced down we have 
found that they were like the very frequent railroad 
accidents in which “the air-brake failed.” We have 
found that the fire was set from some other source. 
As in the one case suggested above, it has happened 
that an explosion has occurred because gas has leaked 
into a small and confined space and has been ignited 
by a match or other flame, but we do not remember 
that a life has been lost or a serious injury caused by 
any such explosion. Years ago the practice of putting 
the pressure regulator in the saloon was abandoned 
and gas under high pressure does not get inside the 
car in modern practice. Consequently leaks into a 
confined space are practically unknown and are en- 
tirely unnecessary. 

On the other hand, cars have been set on fire by 
electric wires, and within the last two years a number 
of trolley cars have been destroyed by fire set by 
electric current, not lighting current to be sure, but 
still electric current. Of course the fire insurance 
companies could give us long lists of fire losses in 
buildings, caused by electric wires as well as by ex- 
plosions of gas. But these are unnecessary, and our 
point is that the element of relative safety should be 
eliminated entirely from this discussion of the relative 
merits of the two systems of car lighting. We doubt 
if practical railroad men attach any importance to 
the danger notion, but it may cause some uneasiness 
to the uninformed travelers. 





Consolidation of the Anthracite Coal Roads. 


The control of the Central of New Jersey by the Read- 
ing is another step in that railroad consolidation which 
has been in progress for the past two years. Formal an- 
nouncement was made at noon, Saturday, by J. P. Morgan 
& Company of the purchase of a controlling interest in the 
Central’s property and of the offer of the same to the 
Reading. ‘The offer has been accepted but the terms of 
transfer have not been made public. The same price, 
whatever it was, is to be offered to the minority stock- 
holders. 

The completion of this consolidation will bring the two 
systems for the third time under common control. The 
Central lines were leased to the old Philadelphia & Read- 
ing in May, 1883. Under the Reading reorganization the 
Central was given the option of regaining possession of its 
roads, of which it availed itself on Jan. 1, 1887. Again, 
in February, 1892, the Central lines were leased to the 
Port Reading line of the Philadelphia & Reading, but the 
courts declared the contract illegal and the Central re- 
sumed the operation of its lines on Aug. 31 of the same 
year. 

The Central of New Jersey will add 677.72 miles to the 
Reading, 343.35 miles of which is owned in full and the 
rest controlled by lease or majority ownership of the 
stock. Of this mileage 261.59 is double track and 29.73 
miles four track. The capital stock authorized is $30,- 
0GO.000, all common, $27,113,800 of which is paid in. 
Dividends of 5 per cent. were paid on this stock last year, 
4 per cent. in 1899 and 1898, 444 per cent. in 1897, 5 in 
1896, 5% in 1895, and 7 per cent. in 1894, 1893 and 1892. 
The authorized amount of the company’s general mort- 
gage is $50,000,000, of which $43,924,000 is outstanding. 
It is 5 per cent. gold, payable July 1, 1987. There are 
also $1,530,000 of 4 per cent. equipment mortgage bonds 
outstanding, payable in 10 per cent. yearly installments on 
June 1. Of consolidated mortgage 7 per cent. bonds of 
1874, there is $1,167,000 outstanding’ and due Nov. 1, 
1902. The company has also outstanding $372,800 in 6 
per cent. debentures of 1883, which are convertible into 
stock until 1907, and $199,100 of 5 per cent. real estate 
bonds and mortgages. These make a total of $47,192,900 
bonds outstanding upon which the total annual interest 
charge is $2,371,000. Besides these there are $14,141,000 
of guaranteed bonds. In 1899, the last full year for 
which reports are obtainable, the gross earnings were 
315,951,000, and the net earnings $6,246,000. Out of this 
was paid $2,881,000 interest charges, including guaran- 
‘eed interest, and $1,961,000 in rentals. After providing 
for 444 per cent. dividends, there was a balance surplus 
of $958,000. The gross earnings for the first 11 months 
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of 1900 were $13,928,000, a gain of $220,000 over the cor- 
responding months of 1899. 

The Central supplements the Reading as to territory in 
a most advantageous manner. The two systems touch at 
a number of points, while there is little overlapping of ter- 
ritory. The Reading is assured the use of the Centrai’s 
terminal at Jersey City, and, most important of all, per- 
haps, gains control of the anthracite coal fields tapved 
by tbe Central. In this connecticr should be noted the 
acquirement of the control of the Lehigh Vatley by otk 
Morgan & Co. With the Erie and the Pennsylvania Coal 
Co. under the same general control, these five interests 
have a great influence in the anthracite coal situation. 
These companies carried 59.6 per cent. of the 4734 mil- 
lion tons of anthracite hauled in 1899. The evidently 
friendly attitude of the other anthracite carrying com- 
panies makes it highly probable that the full control of 
the anthracite situation, long sought, is at last within 


sight. Higher prices to the consumer will not necessarily 
follow. Inteiligent direction of the quantity and time of 
output, and consolidation of sales agencies in cities 


would alone result in economies of mining, transportation 
and administration which would insure large increases of 
revenues without adding to the burdens of the public. 
And this, if we mistake not, will be the policy. We are 
officially informed that no operating changes are con- 
templated. 


The five men who are to form the management of the 
Swiss State Railroads have been chosen after about as 
much public discussion as if they had been candidates 
for Congress; but the choice, judging by the careers of 
the men, has been much more rational than was to be 
expected. This executive body is called the “general 
direction,” and it is selected by an “executive council” 
of 47 members, representing various political divisions 
of the Confederacy. ‘The first chosen of the “general 
direction,” Weissenbach, 59 years old, was a lawyer 
from 1862 to 1874, and from 1874 to 1896 Secretary and 
President of the Swiss Central Railroad, which is the 
first to come into the hands of the State. Since 1896 
he has been at the head of the administrative division 
of the State Railroad Department. Another member, 
Tschiemer, is 57, and has been in railroad service since 
1872, largely as an inspecting engineer for the State. 
It was objected to him that he had no diploma. The 
third member, Flury, has always been an engineer, and 
since 1892 one of the managers of the Swiss Central. 
At the head of the finance department a bank manager, 
Dubois, is chosen. He was for seven years at the head 
of a commercial school. Schmidt, the fifth member of 
the direction, began life as a Protestant minister, but 
has been since 1873 in railroad service in the traflic de- 
partments, latterly in charge of the freight tariffs of 
the Swiss Northeastern. 


By their charters the French railroads are authorized 
to charge the fare for 6 kilometers (354 miles) for any 
journey shorter than that distance, and hitherto they 
have availed themselves of that privilege. Recently, 
however, the Northern Company and the State railroads 
have applied the mileage rate at all distances over 3 
kilometers, with the result that there has been a very 
large increase in the travel over very short distances, sv 
much so that the change has evidently been profitable 
to the railroads. Now the government recommends the 
other companies to follow suit. 








Derailments and Conclusions to Be Drawn Therefrom.* 


While the derail has been so often discussed that the 
arguments have become threadbare, the opinion expressed 
by so many Signal Engineers, at the St. Louis meeting, 
that a derail was not needed and the results sought for 
were to be obtained by better discipline, would lead one 
to suppose, that, with the signalmen at least, this method 
was gaining in favor; while the enforcement of obedience 
to the indication of the signal that is given by the derail 
was believed to result in more damage and delay to trains 
than if the derail were not used. . . . . The Amer- 
ican Railway Association has placed derails among the 
“adjuncts” instead of among the “requisites of installa- 
tion.’ This was necessary if the derail was to be men- 
tioned in any way since a change would be too expensive 
for those roads which do not use derails. 

A record of 141 derailments has been analyzed to class- 
ify causes with a view of showing whether the derail was 


of advantage or not. These are: 
1. Train on crossing. Collision would very likely 
have happened ......ccecccccescccsccccccceccccees 16 
2. Draw bridge open, train would have gone in stream 3 
3. Train just passed off the crossing, but not out of 
interlocking at time of derailment................. 3 
4, Signals set for an approaching train, but not prob- 
able that a collision would have happened...... 11 
5. No train on crossing. Derail open. Approaching 
train not seen by signalman...........ceeccereees 4 
6. Engineer ran by signal. Reason why derail was 
open not ascertained... ...... esse eeee eee ese eens 29 
7. Engineer forgot about signal, did not shut off until 
derailed. Derail caught and could not be closed.. 1 


8. One train following another closely took indication 
given to first train and was not able to stop when 


signal was taKeN AWAY... ..cccccsccccccsvcccccece 1 
9. Engineer went by light other than signal lamp..... 3 
10. Train switching. Light collisions would probably 

have occurred in a few of the cases............4. 42 
Th. Signal at clear MNPrOperiy < oe .c cc dcccwcccscececenes 3 
TS, TAPGROM FOG BM soc ccc cctcewiscsseccectrscoseccsee 4 
$5 Milotahen WANG Sisnalso5 6.dccnacercaccsecsscsicencee 3 
14. Signalman pulled wrong lever by mistake.......... 5 


*A paper by W. H. Elliott (C. M. & St. P.), to be read before 
the Railway Signaling Club at Chicago, Jan. 15.—Condensed. 
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15. Signalman took signal away to set up route for an- 





CEE. CHI 2 vc ccetccsivcccccsuceesecancccetasawes 6 
16. Train parted. Signalman opening derail in front 
OE FOG GOCCIGMs 6 o 6cs cccwvivecceecnescsdicsecvecas 2 
17. Signalman gave hand signal to train on left hand 
track against back up dwarf signal. Signalman 
thought train was on right hand track and that 
light in home signal, which was clear, had gone 
CR a ee errr rer rere fe ee 1 
18. Cars blown by wind or rolled down grade and off 
GETAIE G vacvdioncvescosadcedacaneactacesedseteeceas t 
AE e viccccdcdscecdenccadnwoudondecebecaceehaacdeates 141 


In the majority of cases but little damage was done to 
rolling stock or apparatus, the following being the only 
derailments where the results amounted to very much, or 
where there was chance of a collision at the crossing. 

Under No. 1 several derailments would have resulted in 
much greater damage than actually occurred had the de- 
rails not been used. 

A. One derailed train was running so fast that the 
engine left the ties after rolling 200 ft. on the dirt, finally 
turned over smashing in the tower. The train to which 
the signal had been given was running slowly and al- 
though the engine had passed the derail, it was flagged by 


towerman so that it stopped before reaching the 
crossing. 
B. In one instance, two through passenger trains 


would have come together on the crossing, although not 
running at high speed. 

C. In another, a through passenger train would have 
cut a local passenger train in two had not the former been 
derailed, the train rolling to within 20 ft. of the crossing. 
The engineer was one of the most careful men on the 
road, but he misjudged the braking power of his train for 
the condition of the rail. 

D. A freight train on a down grade would have come 
into head end collision with another train on a gauntlet 
on a bridge if the train running by the home signal had 
not been derailed. 

K. A freight at a junction point would have run into 
the side of a passenger train if the freight had not been 
derailed. 

Of the trains derailed at a draw bridge when the draw 
Was open: 

I’. One ran the length of the guard rail on the ties be- 
fore taking to one side of the track, finally stopping on 
the bank with the front truck falling in the water. 

G. Another train, this one of 50 cars, was derailed and 
rolled half way to the bridge before stopping. 

H. Of the derailments under fourth cause but one that 
was serious occurred, and in this a brakeman was killed 
and six or seven freight cars broken up. The investiga- 
tion brought out the fact that the engineer had lost his 
bearings and thought he was about two miles from the in- 
terlocking. The signalmen had just set the signals for 
another train he knew was approaching but was not due 
for five minutes. Owing to a fog the headlight of the 
train derailed did not show to the signalman until the 
train was within a few feet of the home signal. 

J. Under the seventh cause the engineer of a passenger 
train, running at 40 miles per hour, forgot all about the 
signals and went off the derail with throttle wide open. 
The plant had been in service but three weeks. There 
was snow in the derail points and signalman was down 
trying to clean out the one on far side of crossing. 

Of the derailments from signals at clear improperly : 

K. One was a distant signal which had been adjusted 
in hot weather by taking up all the slack in the down 
pull wire only. <A fall in temperature shortened the 
wires, pulling arm down. LEight cars off track. 

L. A broken stop on a dwarf signal allowing arm to go 
too far, showing clear light, caused another derailment. 
Engine off track. 

Of the derailments on account of broken red glass not 
one went off very badly, the trains happening to be run- 
ning slowly at the time. In two instances the engineer 
could see the arm in stop position and had very nearly 
come to a stop. 

Considered as a whole the facts show that very many 
more serious accidents would have occurred if the derail 
had not been used; and while there was a larger number 
of derailments with the derail than there would have 
been of accidents if no derail had been used, the damage 
to property and loss of life was so much smaller with the 
derail that it should be considered as a necessary safety 
device. 

If the causes of derailment be considered, it will be seen 
that while very strict discipline probably would reduce 
the number of derailments, the reductions, if any. would 
occur in larger proportion in cases where no derail was 
needed to prevent an accident than where an accident 
would have happened if the derail had not 
To insure that no collision would result there must be no 
failure of the air-brakes, no mistake in judgment or care- 
lessness on the part of the trainmen or signalmen and no 
failure of the signals to give the proper indication. 
through the records of the railway service the world over 
and where will any road be found on which accidents 
from one or the other of these causes have not occurred. 
If they do occur the expediency of using a derail resolves 
itself into a question of damage and delay to trains and 
the possible taking of life that will occur where a derail 
was used and where it was not. The record given above, 
while not covering as large a number of derailments as is 
to be desired, is yet sufficiently large to be used as an 
argument in considering the question. 

On what roads will the best discipline be found? The 
roads in England have been spoken of in the Club as 
being so free from accidents as to make the derail unneces- 
sary, and yet, in the year 1898, two very serious collisions 
took place at as many different interlockings and resulted 
in great loss of life besides damage to rolling stock. In 


been used. 
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28 
both cases the engineer expected to have the signals 
cleared by the time the train reached them, but one also 
made the claim that the brakes did not hold on account of 
a bad rail. Possibly there are fewer accidents at inter- 
lockings in England than in this country, but this, in view 
of the two spoken of may as well be ascribed to the system 
of train blocking in use as to good discipline. With the 
rule in force prescribed by the British foard of Trade, 
that where one train has- been admitted to a block ad- 
joining a junction point or crossing, trains on other ap- 
proaches must be held one block away until the train ad- 
mitted shall have passed 1,200 ft. beyond the point where 
a collision might occur there is little chance of one hap- 
pening. Where this rule is lived up to, a derail is not 
necessary, but, as the results show, the rules are disre- 
garded as well as the signals, and accidents result that 
would have been of a much less serious character had a 
derail been used. 

While the majority of interlocked crossings in the East 
may not be provided with derails, and accidents may be 
few or almost none at all, it cannot be denied that they 
have happened, and serious ones at that. The one at 
Atlantic City did not occur so long ago, but that it can 
he taken as an example. 

In what stage of human life will discipline be found 
to keep a man from making a mistake in judgment, o1 
from having an apparently complete failure of his mental 
faculties? Discipline makes an engineer careful from 
fear of punishment whether that be in marks against his 
record or in being laid off, but does it give him greater 
experience and thereby help him in judging properly so 
as not to make mistakes? The engineer is more often 
mistaken in his judgment than careless. 

Will discipline prevent an engineer from running into 
an open draw after the usual stop has been made? This 
has happened more than once. The knowledge that he 
would be discharged and might lose his life does not 
keep an engineer from running off into the river. Where 
two trains make a stop for a crossing and then run into 
each other, although in broad daylight and with nothing 
one from seeing the other, in what way would 


to p 
discipline be effective in preventing these men from getting 


together? : 

Discipline does not guard against the case of a man 
dying or getting killed on his engine. The engineer of a 
passenger train on a western road was killed a year or 
two ago, as the train was approaching a draw bridge over 
the Mississippi River. The draw was open and but for 
the bridge tender noticing that the train was coming on at 
higher speed than usual and hurrying to get the draw 
closed. the train would have gone off into the river. The 
fireman had not noticed the engineer’s condition until the 
train was almost on the bridge. H[ngineer’s die suddenly 
at their posts from natural causes, as occurred the other 
day on a passenger train, while the train Was running at 


high speed. This may happen while approaching an inter- 
gn si} ] 


locking. 

Should there be any more damage to property or greatel 
danger to life by the use of the derail than there is with- 
the argument in favor of strict discipline would 
bear more weight, but the facts show that there is less 
damage where the derail is used. The derail 
properly located, makes it very nearly a sure thing that 


out it, 


two trains will not get together at a crossing, and leaves 
it. so far as the amount of the damage is concerned, very 
much a question of the surrounding conditions and of the 
speed. If not far enough away to prevent the train from 
fouling the conflicting track, it would only show that the 
derail was not properly located. 

Col. IL. S. Haines, President of the American Railway 
Associntion for a number of years, said that “a crossing 
collision should never occur. Either a crossing should be 
so protected by signals and derailing switches as to pre- 
vent the possibility of collision, or every train should 
come to an absolute stop at a post 50 ft. from the cross- 
ing. In that distance a dangerous speed cannot be at- 
tained at the crossing, and when a collision does occur the 
engineer whose engine struck the other train should be 


held solely responsible.” 


Uniform Adjustment of Brake-Cylinder Piston Travel. 

The following extract and illustration are from = the 
Westinghouse Air Brake Company's Bulletin No. 8, bear- 
ing the above title: 

The great importance of an automatic device for ad 
justing brake-gear and = brake-shoe slack has long been 
understood and fully appreciated, and many devices have 
been invented and put on the market to meet the require- 
The exacting conditions of operation, 


ments of practice. 
in the abandonment of most of 


however, have resulted 
these devices after a brief trial in regular service. Nearly 
all such devices have depended on the movement of one 
or more parts of the brake-gear alone or in conjunction 
with springs situated at some point in the brake-gear, and 
obtaining the required piston travel has depended upon 
accuracy in making the brake rods of proper length and in 
fitting the connections. The yielding of the brake-gear, 
through permanent extension of rods, spring of the levers 
and brake-beams, or wear of the connecting pins, has also 
resulted in permanent changes of the piston travel; while 
low rail joints, distortion of the relative positions of parts 
of the brake gear upon curves, ete., has generally resulted 
in an excessive movement of the slack adjuster, thereby 
taking up too much slack and shortening the piston travel 
too much, so as to subsequently cause too high a cylinder 
air pressure during application of the brakes, or dragging 
of the shoes upon the wheels during release, or both. 
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The essential requirement for an automatic slack ad- 
juster is that the same pre-determined length of piston 
stroke shall be maintained on every car in each applica- 
tion of the brakes. It was not until the movement of 
the brake-cylinder piston itself was. employed to control 
the operation of such a device that a satisfactory solution 





Vou. SEX, Ne: 2. 


chine, the thickness of the cleats being made such as 
would be used in practice with each size of nail. 

The joints failed through bending of the nails. The 
load and corresponding slip increased to the maximum 
load, and then there was a sudden increase of slip with 
decrease of load. This maximum load was accompanied 





The McKee Automatic Slack Adjuster—American Air Brake Co. 


of the problem was reached, and, with this principle as a 
basis, the American Brake Company has recently per- 
fected and placed upon the market an automatic slack 
adjuster which, it is believed, will meet the most exact- 


‘ing demands. Briefly described, this device, manufactured 


under the McKee patents, consists of a port through the 
brake cylinder, at a point where a travel greater than the 
pre-determined movement of the piston will uncover it 
suitably connected to a very small cylinder, the piston of 
which operates to take’ up only so much slack in the 
brake-gear that the brake-cylinder-piston travel is reduced 
by a small fraction of an inch. Whenever the port in 
the brake-cylinder is uncovered by the smallest excess of 
travel of the brake-cylinder piston, a small quantity of air 
from the brake-cylinder enters the adjusting cylinder, and, 
upon the release of the brakes, the adjustment is so made 
as to reduce the piston travel again to that normally 
designed. The device has been entirely encased, so that all 
dirt and foreign matter are excluded from the operating 
parts. 

Two forms only are necessary to meet all conditions, 
one for passenger and the other for freight cars. The 
accompanying illustration shows the slack adjuster as ap- 
plied to the brake apparatus of passenger cars. It is so 
designed that it may be attached to a lug upon the front 
cylinder head. which was formerly designed to receive 
one of the cylinder levers. In the form of brake-gear 
generally used in freight car and street car service, the 
slack adjuster is secured to the car framing, by means 
of suitabie blocking, instead of being attached to the 
brake cylinder. The position of the small adjusting cylin- 
der is immaterial. It may be either horizontal or vertical, 
and the connections between the cylinder casting and 
supporting frame are such that the cylinder casting may 
be bolted to the attachment frame in any position found 
desirable, thereby removing any necessity for providing 
right and left-handed adjusters to meet any peculiar con- 
ditions of car construction that may occur in practice. It 
is believed that the small additional outlay required in the 
equipment of cars, of all conditions of service employing 
air-brakes, will be repaid in high efficiency and practical] 
economy of operation, to such a degree that the use of this 
device will soon be regarded as a practical necessity. 


The Strength of Nailed Joints Under Shear. 


The results of experiments on the strength of nailed 
joints under shear are given by Prof. W. IX. Hatt in a 
recent paper before the Indiana Engineering Society. The 








by considerable deflection in case of the larger nails. Thus 
the 10d wire nail in pine did not reach its maximum load 
until the cleat had slipped 1144 in. Very few nails broke; 
about 10 per cent. of the larger size. The results of the 
tests which are given in detail in the paper referred to are 
made the basis for these conclusions : 

Wire nails hold somewhat greater loads than cut nails, 
when compared on the basis of the strength of one pound 
of nails. 

Cut nails hold somewhat greater loads than wire nails 
per unit of surface, and per pennyweight. 

Nails of small body hold more per pound than nails 
of large body, both in case of wire and cut nails. 

Common nails, both cut and wire, when driven into oak, 
hold greater loads than when driven into yellow pine in 
the proportion of 1.5 to 1. 

The strength of a joint varies directly as the number 
of nails used. 

The strength per inch of length is constant for 16d nails 
cut to different lengths. 

The best angle of driving is a right angle or nearly : 
right angle. 

Joints diminish in strength with prolonged soaking. 

A decreased efficiency results from barbing the surface 
of the nail. 








The Woods No. 129 Outside Moulding Machine. 


Illustrated herewith is a new outside moulding ma- 
chine made by the S. A. Woods Machine Co. It is equally 
well adapted to the requirements of large or small shops, 
having been designed to work materials for high-grade in- 
terior finish, sheathing and flooring, as well as mouldings. 
All working parts are accessible and easily adjusted. The 
feed is positive, consisting of four driven rolls, the bot- 
tom ones running on long self-oiling sleeves instead of 
the customary short boxes, and pressure is equalized over 
the entire length of the top rolls. 

Both side spindles will swivel in either direction and 
can be quickly and firmly clasped into position by the im- 
proved binder lever. The chipbreaker hinges on a rod 
on which it can be moved back out of the way to facilitate 
access to the top cutterhead when setting up. The top 
cutterhead has an outer bearing supported by one of the 
outside columns shown in the illustration. This gives a 
rigid support to the head and table. Two large screws 
elevate and support the table at locations which relieve 
the gibs from the usual severe strain. It is also clamped 
at three different points, making a firm support through 





The Woods No. 129 Moulding Machine. 


experiments were made at Purdue University and in all 
about 250 joints were tested, the slip and accompanying 
load being observed at about 12 different points for each 
joint. The timber was well-seasoned pine and oak, and 
various sizes of both wire and cut nails were used. The 
joints, made of cleats, nailed to blocks of wood, were 
loaded to destruction in an Olsen 100,000-lbs. testing ma- 


its entire length. Attention is directed to the improved 
form of side chipbreaker and swing pressure shoes; tlic 
plates before and after the cut of underhead; convenien! 
location of feed levers, and other improvements, includitiz 
the Woods patent self-oiling loose pulleys and their patent 
pneumatic pulleys, which are furnished with each ma 


chine. 
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JANUARY 11, 1901. 


TECHNICAL. 


Manufacturing and Business. 
At a recent meeting of the Directors of the Safety Car 
Heating & Lighting Co., Mr. Julius E. French was made 
a Director of that company. 

On and after Jan. 1 the business of the Q & C Company 
and the Railroad Supply Company will be operated as 
one company, under the name of the Railroad Supply 
Company, with D. S. Wegg as Chairman of the Board, 
and C. F. Quincy as President; general office, Bedford 
Building, Chicago; New York office, 106 Liberty street. 

Mr. Geo. C. Murray, who has heretofore had the title 
of Western Sales Agent for the Sterlingworth Railway 
Supply Co., has been appointed Western Manager of the 
company, dating from Jan. 1, 1901. 

The Canada & Atlantic R. R. is equipping its best 
trains between Ottawa and Montreal with the Powers 
temperature regulating system. 

O. M. Edwards, Syracuse, N. Y., maker of the Edwards’ 
window fixtures and vestibule platform trap door, will 
exhibit these devices at the Hotel Imperial, New York 
City, Jan. 17 and 18. These dates were selected because 
of the meeting of the New York Railroad Club on the 
night of Jan. 17. _The Imperial is less than two blocks 
from the rooms of the American Society of Mechanical 
Engineers (12 West 31st street), where the Club meets. 
The Edwards window, as used on the Pennsylvania, New 
York Central & Hudson River and other roads, was de- 
scribed in our issue of Oct. 5, 1900, and the vestibule 
platform trap door, now in use on several roads, was 
shown Sept. 7 last. 

The Berlin Construction Co., recently incorporated un- 
der the laws of New Jersey, with a capital stock of $100,- 
000, has opened offices at 220 Broadway, New York, and 
at Berlin, Conn. ‘The company will design and erect all 
kinds of steel buildings, bridges and structural work, and 
will also make a specialty of steel concrete construction 
in its various branches. The officers are: President, D. E. 
Bradley ; Vice-President, George H. Sage; and Treasurer, 
Seymour N. Robinson. These gentlemen were for several 
years, previous to its absorption by the American Bridge 
Co., directors of the Berlin Iron Bridge Co., and resigned 
responsible positions with the American Bridge Co. to 
form this independent corporation. 

Roger W. Conant, for the past nine years Electrical 
Engineer of the lines now comprising the Boston Elevated 
R. R., has resigned to become Manager of the New York 
office of the Gold Car Heating Co. Mr. Conant is a 
graduate of the Massachusetts Institute of Technology 
and is well known to railroad officials because of his 
writings on subjects pertaining to electrical and mechan- 
ical engineering. 

Iron and Steel. 


Among the recent contracts received by the McClintic- 
Marshall Construction Co., Pittsburgh, are a bridge across 
the Pittsburgh Junction R. R., at Ben Vente, Pa.; a 
shop 58 x 396 ft. for the Brooks Locomotive Works; also 
a contract for about 8,000 tons of structural steel for the 
Marshall Field & Co.’s building, at Chicago. The ma- 
terial for their new plant to be built at Rankin Station, 
Pa., is being rolled at their works at Pottstown. 

Chas. B. Houston, of Chester, Pa., has. been elected 
President of the Tidewater Steel Co., succeeding Geo. H. 
Stickney, resigned. Mr. Houston has heretofore been a 
member of the Board of Directors. 

The John Illingworth Steel Co. was incorporated in 
New Jersey last week, with a capital of $30,000. The 
incorporators are John Illingworth and Elwood ©. Harris, 
of Newark, N. J. 

John Vanderslice, Shop Superintendent of the Key- 
stone Branch of the American Bridge Co., has resigned 
to accept a position as Superintendent of the Rankin 
Works of the MeClintoe-Marshall Construction Co. Mr. 
Vanderslice was with the Phoenix Iron Co., bridge de- 
partment, for 18 years; with the Pottsville Bridge Co. 6 
years as Superintendent, and with the Carnegie Steel 
Co., Keystone Works, four years as Shop Superintend- 
dent. 

During the month of December the Keystone Branch 
of the American Bridge Co. made 6,218 tons of bridge 
vnd structural steel, possibly the largest record ever 
made by a single American plant. The largest previous 
shipment by the same plant was 4,500 tons in May, 1900, 

The Carnegie Steel Co. is placing machinery in a new 
column shop at 83d street, Pittsburgh. The product of 
this works, 4,000 tons a month, will be exclusively riv- 
cied steel columns. 


An Electric Locomotive in Italy. 

An electrical locomotive, apparently of the accumulator 
street car order, has been put on a section of one of 
the great through lines of Italy, between Bologna and 
Modena, having seats for 28 second-class and 40 third- 
class passengers. It makes the run of 23 miles in 55 
minutes, ; 

Compressed Air Street Cars. 
The Rome City Railway, of Rome, N. Y., has for some 
little time been running four compressed air cars. Four 
hore have now been ordered, and they are said to be 
Very popular. 

The River and Harbor Bill. 
The River and Harbor bill was reported by the House 
Committee, on Jan. 5. It carries cash appropriations 
to the amount of $22,800,000 and authorizes continuing 


- Charles T. 
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contracts for $37,000,000. The total amount for the com- 


pletion of projects for which estimates have been sub- 


mitted approximates $300,000,000. 

The Committee has inserted an important 
creating a board of five engineer officers to pass on all 
recommendations and surveys. This board, when neces- 
sary, will make personal inspection of localities. Surely 
something of this sort is greatly needed to co-ordinate and 
balance the claims of innumerable localities. 

Draft Gear. 
We learn that the steel cars for which the Philadelphia 
& Reading has contracted with the Cambria Iron Com- 
pany will be equipped with the Westinghouse draft gear. 
Those to be built by the Pressed Steel Car Company are 
not to have the friction gear and the Reading has not 
made any plans to try the Sessions gear. 


provision 


Wide Fire-Box Locomotive for Mexico. 
The Baldwin Locomotive Works recently built the 
Southern Pacific Company, for use on the Sonora Rail- 
road, a 10-wheel locomotive having cylinders 19 in. x 24 
in. and a wide fire-box of the modified Wootten type. Mr. 
H. J. Small, Superintendent of Motive Power, states that 
a large deposit of anthracite coal has been found in the 
state of Sonora, Mex., about GO miles from the main line 
of the Sonora road, and that the engine was built to burn 
this coal. Before ordering the engine about 100 tons of 
the coal was hauled by wagons to Los Angeles and tested. 
It was found that while the coal was of good quality it 
would be necessary to have a locomotive with large grate 
The locomotive is described as being in 


for 


area to burn it. 


many respects similar to engines of this general type that 


are used on the Reading, the Lehigh Valley and other 
Eastern roads. It has no combustion chamber. Mr. 
Small states further that one thing demonstrated to his 
satisfaction by the use of this locomotive is that increasing 
the grate area, even for bituminous coal, is a step in the 
right direction and that he finds, from tests made, this en- 
gine is more economical with the bituminous coals used in 
California than are the locomotives having narrow fire- 
boxes and relatively small grate area. 
Oil Fuel Tests in the Navy. 

Last week we referred to the stopping of Government ex- 
periments with oil fuel on the torpedo boat *Talbot.” The 
Secretary of the Navy has furnished the following in- 
formation, as quoted from the report of the Chief of the 
Bureau of Steam Engineering : 

“The experiments with oil fuel on the ‘Talbot’ have 
been abandoned only on account of lack of officers to 
properly pursue them, the oil experiments in general here- 
after being more conveniently carried on in the experi- 
mental boiler room at the Navy 1ard, New York. Until 
a fuller demonstration of the practicable serviceability of 
oil fuel apparatus for torpedo boat use is obtained the 
Bureau recommends nothing be given out for publica- 
tion, it being always inadvisable, and often misleading, to 
publish data of experiments partially completed.” 


Street Hygiene. 
At the International Congress of Hygiene, held in Paris 
last summer, a committee was appointed to investigate 
and report on questions of street hygiene, the report to 
be made at the next session of the Congress. We have 
received a circular giving the names of the committee. 
The member from the United States is Mr. Rudolph 
Hering, 100 William street, New York city. The Hon- 
orary Chairman is Mr. F. Andreas Meyer, of Hamburg, 
and the Chairman is Mr. H. Alfred Héchling, Civil En- 


gineer, of Leicester, England. The General Secretary 


is Dr. Th. Weyl, Charlottenburg-Berlin, 5 Carmer 
Strasse. ‘There are 11 other members representing va- 


rious countries. 

Supplies for British Railroads. 
Parshal, an American engineer 
Yerkes’ projected underground electric rail- 
road in London, arrived in New York, on Jan. 6, to 
place orders for supplies for the Central London Ry. and 
the Glasgow Corporation Tramway. 

Tools for the British Westinghouse Works. 
Invitations for bids for over $500,000 worth of machine 
tools for the British Westinghouse works, at Manches- 
tool makers of the 


interested in 


BH. FF. 


sent to 


ter, England, have been 
United States, Germany and England by Henry F. 


Loud, general manager of the British plant, who is at 
present in Pittsburgh. It is probable that the limited 
time allowed in which to furnish the tools will require a 
distribution of the contracts. 
Pennsylvania Steel Company. 

The Board of Directors of the Pennsylvania Steel Com- 
pany on Jan. 8 adopted the $50,000,000 reorganization 
The stockholders are to deposit their stock in as- 
It is proposed 


plan. 
sent to the plan not later than April 1. 
(to form a new company having a capital of $25,000,000 
preferred stock and $25,000,000 common stock, of which 
$4.500,000 preferred and $10,250,000 common will re- 
main in the treasury as a reserve, making the amount 
of stock outstanding $20,500,000 preferred and $14,750,- 
000 common. 

A Carnegie Tube Mill at Conneaut Harbor. 
According to a press despatch from Pittsburgh Jan, S 
the Carnegie Steel Company has bought 5,000 acres of 
land at Conneaut Harbor, the Lake Erie terminus of the 
Pittsburgh, Bessemer & Lake Erie road, on which the 
company will establish extensive works for the manu- 
facture of pipes and tubes. According to Mr. Schwab, 
President of the company, on whose authority the in- 
formation is published, about $12,000,000 will be invest- 


ed, exclusive of the cost of the land, The company, 


29 


which controls the railroad named, expects to get its 
coal and coke at very little cost for transportation, as 
the preponderance of traffic over the road at present is 
southbound, so that there are constantly large numbers 
of empty cars moving northward. 
New York Central Construction Contracts. 

Bids will be opened on Jan. 21 at the office of W. J. 
Wilgus, Chief Engineer of the New York Central & 
Hudson River, for certain of the extensive improve- 
ments to be made at the terminals in Weehawken, N. J. 
The work includes rearrangement of the yards, and 
building a bulkhead about one mile long, also new piers. 
An illustrated description of the work was given in the 
Railroad Gazette, Sept. 7, 1900, page 590. 

Bids will also be opened at the same place and time, 
for a 60-stall roundhouse to be built at West Albany, 
N. Y.; also for a coal-storing plant with a capacity of 
{0,000 tons, and for new turntables, ashpits and a 50- 
pocket coal trestle, at the same place. 

At Buffalo, N. Y., the work of eliminating nine im- 
portant will shortly be begun. The 
streets are to be depressed and the tracks slightly ele- 
vated, at a cost of over $1,000,000. When this work is 
finished, the main line of the New York Central through 
the City of Buffalo will cross all streets either above or 
below the street level. The Belt Line grade crossings 
in Buffalo are to be eliminated later. 


grade crossings 


THE SCRAP HEAP. 


Notes. 

Passenger trainmen on the Rome, Watertown & Og- 
densburg Division of the New York Central have had 
their pay increased from 9 to 15 per cent. 

The New York Central & Hudson River has made an 
advance of 10 per cent. in the wages of about 1,700 men 
working in the shops of the company at West Albany. 

A fire at Cambridge, Mass., Jan. 5, destroyed 40 
freight cars and two hay sheds of the Boston & Maine. 

General Manager Ramsey, of the Wabash road, has 
written a letter to the employees congratulating them 
on the successful business of the road during the past 
year and thanking them for their zeal. 

At Philadelphia last week a man named 'T, J, Spruneil 
was arrested for obtaining a pass from the Philadelphia 
& Reading by false pretenses,-and then trying to get 
a printer to make 800 copies of it. 

A resolution has been introduced in Congress by Sen- 
ator Harris directing the Interstate Commerce Commis- 
sion to investigate and find out whether there are now 
in existence any railroad associations which violate the 
Representative Ray, of New York, has 
resulting in 


anti-trust law. 
introduced a bill making train robbery, 
death, a capital offense, and a similar bill has been in- 
troduced in the Senate by Mr. Hoar. 

The states of Kansas and Nebraska are now practical- 
ly without railroad commissions. The Kansas Court of 
Visitation has been killed by a decision of the Supreme 
Court of the state, and the Nebraska Board of Trans- 
portation has been made practically useless in the same 
way. As a result of the present conditions the poli- 
ticians in both states are talking of new legislation for 
the more direct regulation of the railroads; but, accord- 
ing to a correspondent of the New York Hvening Post, 
railroads appear to be unconcerned about what is 
It is believed that the people will find them- 
selves so well satisfied with their relations to the rail- 
roads during the past year or two, when there was no 
commission regulation, that they will not approve radi- 
eal action by the legislatures. 

Traffic Notes. 

The Maine Central announces that its thousand-mile 
tickets, sold at two cents a mile, will hereafter be good 
for the bearer. 


the 


going on. 


The railroads in the Central Traffic Association have 
adopted a revised tariff for parties carried in special 
cars. Where the party is small a charge of 15 cents a 
mile is made on the ear (minimum $10 for the first ear 
and $5 for each additional car), the object being to se- 
cure a minimum gross revenue of 55 cents per ear mile. 
For intermediate stops a switching charge of $5 is to 
be made. Roads must not pay mileage on baggage or 
other cars belonging to private parties. 


The Water Supply of Troy. 

Prof. W. G. Raymond has prepared a comprehensive 
description of the present and proposed water supply 
of the city of Troy, N. Y., which is published in the , 
Troy Daily Times of Dee. 29. To those interested in 
this class of engineering the article is well worth get- 


ting. 


Potomac River Water. 

An informal hearing was held at the Waldorf-Astoria 
Hotel in New York on Jan. 4 by the Senate Committee 
on the District of Columbia to hear testimony on the 
relative merits of different systems of water filtration 
which could be used to purify the Potomae River water 
used by the city of Washington, which has been seri- 
ously contaminated of late. Senator MeMillan, Chair- 
man of the committee, presided, and the hearing con- 
tinued all day. The slow-sand and mechanical systems 
were both thoroughly discussed by experts invited to 
testify, and some difference of opinion developed. The 
Medical Society of the District of Columbia, the Com- 
mittee on Public Health of the Board of Trade and the 
Health Officer of the District advocate the slow-sand 
method of filtration, which Col, Miller, of the Engineer 
Corps of the Army, who made estimates for Congress of 
the work of both systems, reported in favor of the me- 
chanical system, under which the building of a mechan- 
ical filtration plant has already been begun. Among 
others who gave testimony were Dr, Billings, Prof. W. 
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P. Mason, of Rensselaer Polytechnic Institute; Allen 
Hazen, Edmond B. Weston, George A. Johnson, Ru- 
dolph Hering and George W. Fuller. It was decided 
that before reaching a final conclusion as to which 
method shall be used for Washington, further data 
should be obtained, and an expert commission, consisting 
of Messrs. Hazen, Hering and Fuller, was authorized to 
make a careful study of the filtration problem in the 
District, and report to the Committee of the Senate its 
conclusions as to the best method of filtering Potomac 
water. It is expected a report will be made in time 
for action at this session of Congress. 


Indiana Law for Signaling at Street Railroad Crossings. 

In a suit recently decided at Indianapolis, the Su- 
perior Court (Judge MeMaster) holds that the law im- 
posing on an electric street railroad the whole of the 
expense of interlocking signals at a crossing with a 
steam railroad is unconstitutional. The suit was brought 
by the Pennsylvania to compel the Indianapolis, Green- 
wood & Franklin Railway Company to establish inter- 
locking at the erossing of the tracks of the two com- 
panies, Judge MeMaster sustained the demurrer of the 
street company. He holds that the act under which the 
suit was brought imposes on the electrical railroad com- 
panies the duty of placing the interlocking device, while 
it does not obligate the steam railroad companies to do 
the same thing where their tracks cross those of an 
electrical road. This conflicts with the provision of the 
constitution of the State of Indiana that the General 
Assembly shall not grant to any citizen or class of citi- 
zens privileges or immunities that shall not equally be- 
long to all. The act in question is a police regulation, 
and the danger in one ease is precisely the same as in 
another. And the circumstances and conditions sur- 
rounding it are the same. The case will probably be 
carried to the Supreme Court for a decision. 


A Railroad Contract in Nicaragua. 

The Niearaguan Government has contracted with Mr. 
Julio Weist, an American engineer resident at Managua. 
to build a railroad terminus of the Oriental Division of 
the National system at Managua, to pass along the 
north of Lake Asososea to the village of La Paz, De- 
partment of Leon, to connect with the Occidental Di- 
vision of the same system, in all 37 miles. Two years 
are allowed for completing the work. The Government 
igrees to supply materials; also two locomotives and 
2) ears for building. When completed, the road will 
afford uninterrupted transit from Corinto, on the Pacific, 
to Grenada on Lake Nicaragua. 


I. C. C. Decision on Transcontinental Rates. 

The Interstate Commerce Commission has decided the 
ease of George J. Kindel and the Denver Chamber of 
Commerce against the Atchison, Topeka & Santa Fe 
and others, onee more going over the question of the 
application of the long and short haul law as affecting 
New York-Denver and New York-San Franciseo rates, 
including the right to meet water competition. The de- 
cision ealls for some revision of existin,z rates, and lavs 
down principles governing the making of rates in the 
face of water competition. The case involved the le- 

gnlity of greater charges to Denver than to San_Fran- 
cisco from Missouri River; greater charges from Denver 
than from Missouri River to San Francisco: greater 
charges to Denver than to Missouri River from San 
ranciseo: greater charges from Denver than from San 
Francisco to Missouri River. 

Pending the controversy numerous concessions in 
rates in favor of Denver were made by the carriers. 
Water competition fixes the rate between New York 
and San Franeiseo. The earriers have recognized the 
desire of Chicago and Missouri River points to do busi- 
ness on the Pacifie Coast, and have given rates in no case 
higher and in many cases lower than obtains at New 
York. 

The Commission says that if these roads have carried 
the rate which water competition fixes 1.400 miles 
from the Atlantie seaboard, they must not ston there. 
Noither the desire to do business nor the right to do 
business censes with the Missouri River. Denver, a 
thousand miles west of Chieago, may demand the same 
trestment which its rival cities have received. Tt is 
held by the Commission that the rates complained of are 
in violytion of the fourth and third sections of the law; 
and that. as matter of general annlieation, rates at Den- 
yer to or from the Fast. or to or from the Paeifie Coast, 
ought not to he higher than those hetween San Fran- 
cisco or other Pacific Const terminals and Missouri 
River or points East, While there are, nerhans. in- 
stanees in bath directions where higher intermediate 
rates may properly he maintained, no execention has 
heen cleimed as to any article west-hound. Tn the ease 
of east-hound traffie the earriers’ contention that the 
rate on sngar might he higher to Denver than to Mis- 
souri River is sustained, it being found that the cireum 
stanees and conditions governing the traffic sre d'fferent 
when it is carried to Missouri River points than when it 
stomps at Denver. 

The Commission also decides that Denver is not en- 
titled by reason of its being nearer to San Franciseo 
to a lower rate than that in foree from the Missouri 
River. The decision is confined to the general situstion, 
but the carriers are recommended to correct the injus- 
tices apparently resulting from rates on certain articles 
mentioned in the testimony, and the Denver Chamber 
of Commerce or any person interested, is given leave 
to bring any specific complaint to the attention of the 
Commission. 

It is held that a railroad is not justified in discriminat- 
ing against a community or an individual by the fact 
that the person or loeality so discriminated against is 
not directly injured. The law declares that under like 
circumstances and conditions the individual every com- 
modity and every community shall be treated alike, and 
the fact that they are not is a violation of law. The 
denial of a legal right is itself an injury. 


Locomotive and Car Shops for Spain. 

The Revista Minera, Spain’s leading engineering pa- 
per, States that a powerful syndicate has been formed 
at Madrid to establish several locomotive and car works 
in the country. The capital of the syndicate is given 
as about $2,400,000, its headquarters being at Madrid. 

{ 


Business Failures in 1900. 

A summary of ‘the year by Bradstreet’s shows that 
failures in 1900 were slightly more in number, and the 
linbilities  slig chtly increased over the preceding year. 
There were 9.915 failures in the United States last year, 
igainst 9.684 the preceding year, while the liabilities 
were $127.200,000 against $119,700,000. The assets 
were a little over $60,000,000 for each year. The col- 
lapse of the so-called flour trust largely swelled the lia- 
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bilities column and more than accounts for the entire in- 
crease in liabilities over 1899. Early in the year there 
were some large suspensions in the silk, paper and pub- 
lishing trades, while late in December were some heavy 
bank failures, a woolen goods manufacturing collapse 
and embarrassment in the iron trade. 

A statement of the number of failures, with percent- 
ages of increase or decrease, from year to year, and totals 
of assets and liabilities for 20 years (with assets and lia- 
hilities given in millions and tenths of millions of dollars), 
is as follows: 








No. P. ct.ine. Actual Total P. c. ass’ts 
failures. or dec. assets — to —* 
é +2.8 60.1 127.1 47. 

—17.3 60.2 119.7 51. F 
—11.2 72.9 141.1 52.1 
—13.3 85.6 156.1 54.4 
+16.1 148.2 247.0 59.9 
+2.2 88.1 158.8 55.4 
—18.3 79. 149.5 53.0 
union iets Os +51.5 262.4 402. 65.0 
1. ee 10,270 —17.1 54.7 108.5 50.0 
a 12,394 +16.2 102.8 193.1 53.0 
Te 10, 673 —9.0 92.7 175.0 53.0 
CS 11,719 +10.7 70.5 140.7 50.0 
888 +9.7 61.9 120.2 52.0 
—7.8 64.6 130.6 50.0 
568 —4.9 55.8 113.6 49.0 
5 —4%, 55.2 119.1 46.0 
ete 11,620 -++13.0 134.6 48.7 54.0 
1883 10,299 +34.0 90.8 175.9 52.0 
1882 7,635 28.0 47.4 93.2 51.0 
LS ee 5,929 iets 35.9 76.0 47.0 


New Bridges on the Lackawanna Railroad. 

Among the larger bridges nearing completion or under 
way on the Delaware, Lackawanna & Western, are six 
160-ft. fixed spans over the Susquehanna River near 
Binghamton, N. Y., two 200-ft. fixed spans and one 
200-ft. draw span over the Hackensack River near Ho- 
boken, N. J.; four 125-ft. fixed spans and one 236-ft. draw 
span over the Hackensack River at Secaucus, N. J., and 
one 220-ft. draw span over the Passaic River at Newark, 
N. J. They will mainly replace light structures. The 
idge Moor Bridge Works is supplying the material. 


Electrical Equipment of the B. & O. Tunnel. 

The equipment of three and one-half miles of Baltimore 
& Ohio track at the tunnel in Baltimore, with the Murphy 
safety third-rail device, is said to be about completed and 
ready for test on Jan. 15. The promoters of this scheme 
an line yet to give explicit technical information. Al- 
leged interviews in the daily press describe the apparatus 
as an electro-pneumatic combination. 


Rolling Stock Needed in Spain. 

In a recent issue of the Madrid Gazette a royal order 
was published calling attention to the great lack of rolling 
stock on most of the Spanish lines. The order pointed 
to the inconveniences and losses experienced by indus- 
tries, and urged the companies to increase their rolling 
stock. In connection with this we may say that the prin- 
cipal — Railroad Co., the Northern (Madrid, Senor 

D. J. Barat, General Manager), whose system has a total 
ed of 2,400 miles, had, at the beginning of 1900, 666 
locomotives, 1,920 passenger and 12,900 freight cars. His 
Excellency, Senor D. Praxedes M. Sagasta, the former 
Prime Minister of Spain, Carrera de San Jeronimo 53, 
Madrid, is President of the Northern. The second largest 
railroad in Spain is the Madrid, Saragossa & Alicante, 
with office at Estacion de Atocha, Madrid. Mr. Nathan 
Siiss is the Director; Mr. J. T. de Cuevas, Locomotive 
Superintendent, and Mr. E. Chabardes, Car Superinten- 
dent. The mileage of the whole system is 2,268, and the 
rolling stock consists of 528 locomotives, 1,379 passenger, 
and 10,956 freight cars. The Andalusian Railway Com- 
pany has offices at 8 Boul. Malesherbes, Paris, France; 
and at 12, Paseo de los Recoletos, Madrid. Senor Detré, 
Malaga, is Director General; and Senor G. Goulez, Mal- 
aga, Locomotive Superintendent. The company’s system 
is 670 miles in length, and the rolling stock consists of 
165 locomotives, 489 passenger and 3,248 freight cars. 
The Madrid, Caceres & Portugal has its head offices at 
Istacion de la Delicias, Madrid, M. E. Paquet being Chief 
Ingineer, and M. P. Normand Locomotive Superinten- 
dent. The mileage is 485; the rolling stock consists of 
64 engines, 132 passenger and about 1,050 freight cars. 

The last year for which official Spanish statistics are 
available is 1899. During that year the total imports of 
‘railroad material’ amounted in value to only about 
$840,000. Locomotives were chiefly supplied by Great 
Britain, France and Germany. Cars were largely im- 
ported from Belgium. The gage of all the above systems 
is 1.67 meters (5 ft. 6 in.). 


Rolling Stock for the Damascus-Mecca (Hedjas) Rail- 


road. 

A tew weeks ago (Dec. 14, p. 830) attention was called 
in these columns to the rail contract for the Damascus- 
Mecca Railroad. Latest news from Constantinople is to 
the effect that the Turkish Government tried with the 
same haste to place orders for rolling stock. Bids were 
asked for three locomotives with tenders, and it is stated 
that the lowest price, viz., 50,000 frances per engine and 
tender, was submitted by the representative of an Amer- 
ican firm. When the contract was to be signed, difficulties 
arose: The Turkish Gover nment insisted upon brass tubes, 
whilst the American firm’s price was for iron tubes. Dur- 
ing the negotiations following the American firm closed 
its shops, but the Brooks Works entered upon the same 
contract in all its details, and declared itself ready to 
carry on further negotiations with the Turkish Govern- 
ment. Furthermore, prices were asked for three tender- 
locomotives for construction. The lowest bidders were 
the Atéliers de la Meuse in Belgium, which secured the 
contract at the price of 32.500 francs per engine. The 
German firm of Henschel & Co., of Cassel, submitted a 
price of 32,250 francs, but were told that the contract 
with the Belgian firm had already been signed. The 
Krause Locomotive Works of Munich, Maffei of Munich, 
and the Winterthur (Switzerland) Locomotive Works 
asked 86,000, 38,000 and 41,000 francs, respectively. The 
Atéliers de la Meuse also secured a contract for the sup- 
ply of 20 ballast cars, 15 tons each, and the total price 
for them, erected at Beyroot, is 75,000 frances. It is 
said that the first instalment of 12% per cent. has al- 
ready been paid; the same rate has to be paid every month 
until 50 per cent. is paid. When this 50 per cent. shall 
have been paid, the engines and cars must be ready for 
shipment at the works of the contracting firm. An addi- 
tional payment of 20 per cent. will then be made against 
bill of lading in Antwerp, and the rest at the arrival and 
after inspection at Beyroot. 


I. C. C. Decision on New York Car Float Rates. 


The Inierstate Commerce Commission lately in an 
opinion by Commissioner Yeomans, announced its decision 
= the case of Warren-Ehret Co. against the New York, 

New Haven & Hartford Railroad Company and others in 
favor of the complainant. The case involves the legality 


of a rate on roofing slag from Leesport, Pa., to Harlem 
River station in New York. The rate on this slag in car- 
loads = $3.40 per ton, of which the carriers to Communi- 
paw, N. J., on the Hudson River, receive $1. 30 per ton, 
the Reicher amounting to $2.10 per ton, going to the New 
York, New Haven & Hartford Railroad Company for its 
services in carrying the slag by its car floats from Com- 
munipaw to its Harlem River station. Such through 
rate also applies as a group rate to numerous stations on 
the New Haven road in what is known as the Hartford 
group, including Waterbury, Conn. The freight could be 
transferred by an independent lighterage company from 
Communipaw to Harlem for 60 cents a ton, and railroads 
terminating on the New Jersey shore generally allow 60 
cents a ton for lighterage to points within New York 
lighterage limits. The Commission holds that the through 
rate of $3.40 to Harlem River is grossly unreasonable, 
and is rendered so by the excessive share of $2.10 to the 
New. Haven road for transfer by its car floats from Com- 
munipaw to Harlem River; that reasonable compensation 
for such delivery by car floats should not exceed $1 a ton, 
and this added to the share of $1.30 received by the con- 
necting carriers constitutes a reasonable and lawful rate 
of $2.30 a ton, which the carriers are recommended to put 
in force ; that the complainant is entitled to reparation 
ona shipment of two carloads of slag to the extent of the 
difference between the rate charged and the rate found 
reasonable. The propriety of the $3.40 rate applied as a 
group rate to all stations in the Hartford group was not 
passed upon by the Commission. A further ruling by the 
Commission in this case is that while a shipper has no 
direct interest in the way a joint rate is divided between 
the carriers, nor in the amount of the division received by 
each carrier, he is entitled to inquire into such division, 
when he complains that the joint rate is unlawful, for the 
amount received by the different carriers may-be signifi- 
cant upon the reasonableness of the aggregate charge; and 
when an unlawful rate results from some arbitrary share 
or division exacted by one of the carriers, the Commission 
will find the facts and state its conclusions with respect 
to such share or division. 


Technical Schools. 

Purdue University—Mr. H. G. Prout, Editor of the 
Railroad Gazette, delivered, on Dec. 20, an address before 
the Engineering students of Purdue University on the 
subject of “The Future of the Engineer in Railroad 
Service.” 





The Rensselaer Polytechnic Institute has in operation 
a new electrical laboratory containing 16 machines, gener- 
ators, and transformers, together with a full equipment 
for practical tests. The laboratory for the test of ma- 
terials of engineering is increased by the addition of one 
300.000-lb. testing machine and one 100,000-Ib. testing 
machine, and a 10.000-Ib. wire testing machine. The two 
former are operated by an electric motor. There will also 
be a new cement testing laboratory fully equipped for the 
most approved modern tests. 


Our Exports of Iron and Steel and Locomotives. 

The advance sheets of the monthly summary of imports 
and exports up to the end of November are just received 
from the Bureau of Statistics, Treasury Department. 
Figures are given for the month of November and for the 
11 months ending November. The quantities below are 
for these 11 months. Preliminary figures for the year 
have been issued through the daily press, but we shall 
await the receipt of the actual official figures before pub- 
lishing them. 


1898. 1899. 1900. 

Pig iron: 

ENON S o ida oun gs araigraasorevornioie 217,796 216,609 257,265 

TANIG ara oiisrs nis oesis eleereiece $2,223,975 $3,037,063 $4,254,743 
Rods: 

POE i cinicie cceeivresepsnsorsceie 85,318,692 101,485,352 184,892,778 

MANNE Sa sharin arp Sie cece tetace $932,727 $1,454,317 $38,156,995 

Billets, ingots and blooms: 

SIONS cisrs cetera win ereioreescsisteveie 21.170 25,407 94,717 

NO a cae earticiesteinaiers $396,320 $531,081 $2,600,443 
Rails: 

PROTA, & ictal prereleiaisleiewsspsieles 276,346 245.620 341,016 

IMO a wc wcnsecnsasws $5,478,972 $5,480,723 $10,432,517 
Locomotives: 

PRAMIOT. -o<01s 515475 sion Saws 549 462 398 

AANA 5 ooo pia recs siolaiernace $4,922,189 $4,544,350 $4,061,887 


A New Lake Steamship Line. 


Frank H. Peavey, of Minneapolis, Minn., who is in- 
terested in the shipment of grain from the Northwest 
to the seaboard, is reported organizing a company to 
operate a fleet of grain-carrying vessels on the Great 
Lakes. A contract has been let for four steamers with 
a carrying capacity of 6.000 or 7,000 tons. They will 
be 450 ft. long over all, 430 ft. keel, 50 ft. beam and 281% 
ft. molded depth. 


Tacoma to Liverpool via Suez Canal. 

The British ship “Glenlochy” is to load with 221,160 
hushels of wheat at Tacoma, and will sail for Liverpool, 
by way of the Suez Canal, being the first steam vessel to 
vo from Tacoma to Europe over that route with wheat. 
There is a difference in favor of the Cape Horn route of 
1.800 miles. but the price of fuel at the coaling ports in 
South America is so much higher that it is believed it will 
he economy to steam the additional 1.800 miles. The 
“Glenlochy” will coal in Japan, and at Port Said, which 
place it expects to reach in sixty-five days or less. 


The Damascus-Mecca Railroad. 

Under date of Dec. 6, the Sultan appointed a German 
engineer, Heinrich Meissener, Director General of the 
Damascus-Mecca Railroad. Up to a few weeks ago Mr. 
Meissener occupied a prominent technical position with 
the great contracting firm of Count Vitalis, which concern 
has built many railroad lines in Turkey in Europe and 
Asiatic Turkey during the last two decades. 





LOCOMOTIVE BUILDING. 


The Kansas City Belt will buy two heavy freight en- 
gines. 

The Michigan Central is reported in the market for 10 
locomotives. 

The Colorado Southern is reported in the market for 
10 locomotives. 

The Great Northern is preparing specifications for a 
large number of locomotives. 

The Lexington & Eastern has ordered one engine from 
the Baldwin Locomotive Works. 

The Midvale Steel Co. is having one engine built by the 
Pittsburgh Locomotive & Car Works. 

The Choctaw, Oklahoma & Gulf has ordered six pas- 

senger and 14 consolidation engines from the Baldwin 
Locomotive Works. 
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The Wheeling & Lake Erie has ordered five consolida- 
tion engines from the Baldwin Locomotive Works, details 
of which were published in our issue of Noy. 23, 1900. 


The Hocking Valley order with the Brooks Locomotive 
Works, referred to last week, calls for five six-wheel 
simple switch engines and five simple consolidation en- 
gines, for July and August delivery. The switch engines 
will weigh 113,000 Ibs., and have 19-in. x 26-in. cylinders ; 
50-in. driving wheels; Belpaire boilers, with 180 lbs. work- 
ing steam pressure and 225 tubes 2 in. in diam. and 11 
ft. 11% in. long; fire-boxes, 97 in. long and 33 in. wide; 
and a tender capacity for 4,000 gals. of water. The con- 
solidation engines will weigh 140,000 Ibs., with 125,000 
Ibs. on the driving wheels and have 20-in. x 26-in. cylin- 
ders; 54-in. driving wheels; Belpaire boilers, with 180 
Ibs. steam pressure, and 240 tubes 2 in. in diam. and 13 
ft. 10 in. long; fire-boxes, 108 in. long and 41 in. wide; 
and a tender capacity for 5,000 gals. of water. The spe- 
cial equipment for all includes “Diamond S” brake-shoes, 
3uckeye couplers, Ohio injectors, Coale safety valve, 
Leach sanding devices, Michigan lubricators, French 
springs and Latrobe tires on the driving wheels. 


CAR BUILDING. 


The Pullman Co. is building 12 cars for its general 
service. 


The American Car & I'oundry Co. has orders for 600 
cars for export. 


The Lehigh Valley has issued specifications for 24 cars 
for passenger service. 


The New York Central & Hudson River is having three 
cars built by the Pullman Co. 


The Erie has ordered the 100 refrigerator cars referred 
to Dec. 21 from the Hrie Car Works. 
The Rio Grande Western is having two cars for pas- 


senger service built by the Pullman Co. 
I'he Atchison, Topeka & Santa Fe has ordered 500 box 
cars from the Mt. Vernon Car Mfg. Co. 


The People’s Gas Light & Coke Co. has ordered eight 
tank cars from the Illinois Car & Equipment Co. 


The Wheeling & Lake Erie, it is reported, has ordered 
250 cars from the American Car & Foundry Co. 

The Central Chemical Co. has ordered 10 cars from 
the American Car & Foundry Co., to be built at the Milton 
shops. 


The Barrett Mfg. Co. has ordered 20 cars from the 
American Car & Foundry Co. They will be built at 
Milton. 


The Durr Construction Co., of Bethlehem, Pa., has 
ordered 63 standard ballast cars from the Rodger Ballast 
Car Co. 

The Atchison, Topeka & Santa Fe has ordered 500 box 
cars, bony steel center sills, from the Hlinois Car & Equip- 
ment Co. 


The Wallace Circus Co. has ordered one 60-ft. stock 
car and three 60-ft. flat cars from the Illinois Car & 
Equipment Co. 


ihe Gulf & Ship Island order, recently placed with the 
Rodger Ballast Car Co. for 20 standard ballast cars, has 
been increased to 40. 


The Toledo & Ohio Central has ordered 1,100 coal cars 
from the American Car & Foundry Co. The specifications 
include Simplex bolsters. 


The Chicago, Rock Island & Pacific is in the market 
for 500 box cars and has ordered 100 furniture cars from 
the Ilinois Car & Equipment Co. 


The Choctaw, Oklahoma & Gulf has ordered 350 freight 
cars from the Southern Car & Foundry Co., 400 from the 
Mt. Vernon Car Mfg. Co., and 100 from the Georgia Car 
& Mfg. Co. Simplex bolsters will be used on all of these. 


The Hocking Valley order with the Pullman Co., re- 
ferred to last week, calls for 1,500 coal cars of 80,000 Ibs. 
capacity, for June, July and August delivery. The cars 
will weigh 33,000 Ibs. and be 36 ft. long and 9 ft. 8% in. 
wide, with sides 3 ft. 7 in. high. They will be equipped 
with Simplex bolsters, U. S. Bronze Co.’s brasses, Hoey 
draft riggings, McCord journal boxes, and Scott springs. 





ALBUQUERQUE, N. MEx.—Plans are being considered 
hy the City Council for the proposed viaduct over the 
Atchison, Topeka & Santa Fe tracks. It will be about 
1,080 ft. long. 


ATLANTIC Crry, N. J.—The County Board of Free- 
holders has let a contract for the steel work for the bridge 
at Albany avenue to the American Bridge Co., at $10,500. 


BELOIT, Wis.—Two steel bridges will be built by the 
city, one over Rock River, and the other over Turtle 
Creek. L. E. Cunningham, Chairman of the Bridge 
Committee. 


BENwoop, W. Va.—The Secretary of War has author- 
ized the Baltimore & Ohio to rebuild four of the existing 
spans of its bridge over the Ohio River between Benwood 
and Bellaire, Ohio. The two channel spans will remain 
as at present, but may later be changed into one span. 


Bimttines, Mont.—We are informed that a contract has 
been let to Wm. S. Hewett, of Minneapolis, Minn., for a 
{S0-ft. steel wagon bridge over the Yellowstone River at 
Kast Billings, at $11,500. The county can spend only 
10,000 on any one bridge without the proposition being 
submitted to a vote. If $1,500 cannot be added by pop- 
ilar subscription, the contract will be dropped. The 
ridge is a combination, three 160-ft. spans, on two steel 
«ylinder piers. 

BONAVENTURE, QUE.—We are told that a contract is 
let to the Hamilton Bridge Co. for a steel bridge, 315 ft. 
long, over Bonaventure River, for the Atlantic & Lake 
Superior Ry., at $25,000. 


BROKENBOW, NEB.—Bids will be received until noon of 
‘Jan. 16, at the office of J. B. Osborn, County Clerk, Custer 
“ounty, for all the bridge work for the year 1901. 


_ CENTRAL Fats, R. I.—The bridge which spans the 
lackstone River at Mill street, a continuation of North 
\fain street, Pawtucket, has been reported by City En- 
sineer Keene, of this city, as unsafe. 


CINCINNATI, OuI0.—Bids will be opened, Jan. 16, at 
12 o’clock noon, by the Board of Public Service for the 
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following bridge work: Rebuilding and repairs to super- 
structure and approaches of the Liberty street viaduct, 
estimated to cost $32,500. Also for a 200-ft. extension of 
the superstructure and work on west approach to the 
Eighth street viaduct, which will consist of two plate 
girder spans of 70 ft. each, and one plate girder span of 
60 ft. The roadway will be 36 ft. wide, to be paved with 
asphalt; two sidewalks, 6 ft. each, paved with cement. 
The total work to cost $32,997. Plans and specifications 
are on file in the office of H. J. Stanley, Chief Engineer. 
Robert Allison, President. 


Des Moines, Iowa.—A viaduct is proposed at Seventh, 
Fighth or Ninth streets. A committee is considering a 
site. 


FrEvERICTON, N. B.—We are informed that bids will 
be received, on Jan. 17, by the Hon. La Billois, 
Chief Commissioner, Department of Public Works, Fred- 
ericton, N. B., for four steel bridges, as follows: St. Louis 
bridge over the St. Louis River, Kent County, to be one 
span of 150 ft.; Upper Corner bridge, Sussex, Kings 
County, to be three spans of 63 ft. each; Taylor’s Mill 
bridge, Rothesay, Kings County. to be one span of 63 ft. ; 
and the Tobique Narrows bridge, over Tobique River, 
Victoria County, to have one span of 200 ft., and one 
span of 80 ft. A. R. Wetmore, Prov. Engineer. 


GRAND Rapips, Micu.—A contract has been let by the 
Pere Marquette for its new steel bridge over Grand River 
at this place. It will be 506 ft. long and will be built 
by the Detroit Bridge & Iron Works. The railroad com- 
Lag 5 forces will build the foundations. (Oct. 26, 1900, 
p. 710 


HomesteAp. Pa.—The bridge which the American 
Bridge Co. will build for the Pittsburgh & Lake Erie 
R. R. over the Monongahela River, will have three deck 
spans about 150 ft. each, one through span of 145 ft.. one 
through span of 200 ft., and another through span of 350 
ft., and a viaduct approach of 500 ft. It is to be a double 
track structure, and is estimated to cost $180,000. 


Intiopoits, Irt.—The Supervisors of Christian County 
have decided to build a bridge over the Sangamon River 
at or near Illiopolis or Niantic, Christian County. 


JACKSON, Micn.—Bids will be received, on Jan. 30, by 
Wn. G. Fargo. Engineer for the American Railway Con- 
structing Co., Ltd.. for a steel bridge 60 ft. long, with steel 
trestle approach to make the total length 400 ft., to be built 
at Panna Village, over the tracks of the Michigan Cen- 
tral R. R. Bids were received on Jan. 10, for three steel 
girder spans of about 175 ft., for a viaduct in Michigan 
Center Village for this company. Both viaducts are pro- 
posed to carry 35-ton electric railroad cars. 


Luray, VA.—The Norfolk & Western, according to re- 
port, will build an iron bridge over the Hawksbill Creek. 


Marietta, GA.—The American Bridge Co. has a con- 
tract with the Atlantic, Knoxville & Northern for five 
steel bridges, as follows: McGhee. Tenn., over Little 
Tennessee River, a structure 550 ft. long, at $35,000; 
2eliance, Tenn., over Hiwassee River, 450 ft.. $32.000; 
Canton, Ga., over Ettowa River, 260 ft., $15.000: Cam- 
bria, Tenn., ever Cambria Creek, 75 ft.. $4,000; Farner. 
Tenn., over Turtle Creek, 55 ft.. $5,500. The railroad 
company will build the foundations. 





Newark, N. J.—Mayor Seymour, of Newark, has 
signed the ordinance for the elevation of the tracks of the 
Central and Pennsylvania railroads in Newark, which in- 
volves an expense of $600,000 to the city. 


Newrort, N. T1.—The Selectmen have voted to build 
a new bridge at Kellyville, to replace the present wooden 
bridge. 


New WEstTMINSTER, B. C.—The Victoria & Eastern 
Railway will build a steel bridge over the Fraser River 
at a cost of about $600,000. 


Nortu EscaNnasa, Micu.—The Chicago branch of the 
American Bridge Co. has the contracts for three of the 
steel bridges for the Minneapolis. St. Paul & Sault Ste. 
Marie, which were recorded in the Bridge Building De- 
partment of our last Supplement (page 556). They are, 
a steel structure 500 ft. long over Escanaba River. lo- 
cated half a mile east of North Escanaba, at $40.000: 
another is a 150-ft. steel structure to cross Ford River. 
one-half mile west of Newhall, Mich.. at $11.500: another 
is a 70-ft. structure to cross Ten-Mile Creek about 11% 
miles west of Newhall, at $5.000. The Escanaba bridge 
will consist of five 100-ft. lattice girders: the Ford River 
hridge two 45-ft.. and one 60-ft. deck plate girders: the 
Ten-Mile Creek bridge a 70-ft. plate girder. All are to be 
on concrete piers and abutments. The sunerstructures are 
to be built next spring. ‘The live loads used are two 
17714-ton engines and a trainload of 5,000 Ibs. per ft. 


OAKLAND, CaAuL.—The following bids were received, 
with plans, for a concrete culvert over San Leandro 
Creek. and were opened bv the Clerk of the Board of 
Supervisors on Dec. 24: Cotton Bros.. $32,000: W. F. 
Boardman. $24,800; J. W. Miller. $12,242: J. B. McMath, 
817.000: F. D. Elwell. $25.000: J. G. MeMillan. $25,150; 
G. L. Nusbaumer, $31.150. No award was made. 


Omana, Nes.—We are informed that the viaduct pro- 
posed over the tracks of the Burlington & Missouri River 
and the Union Pacific, on 24th street, will be built 
directly by these roads. It will be a steel structure 1.022 
ft. long, and cost about $100,000. It is to have 35 ft. 
roadwav with double track street railroad in center, and 
10-ft. sidewalks. 


PARKERSBURG. W. VA.—The Baltimore & Ohio bridge 
over the Ohio River at Parkersburg may he rebuilt. The 
United States Engineer, at Cincinnati, Ohio, in charge 
of the Ohio River District. will report to the Secretary 
of War on the necessity of larger spans. 


PESHTIGO, Wi1s.—We are told that the Town Board 
of Peshtigo wants information relative to building a 
steel bridge. about 192 ft. long. over Peshtigo River. 
hegeay Ellis, Jr., Chairman of Town Board. (Jan. 4. 
p. 14. 


PHILAPELPHTA, PA.—The Council has passed an ordi- 
nance authorizing Wm. Sellers & Co. to build a bridge 
across Hamilton street west of 16th. 


PirtsrurGH, Pa.—In his annual report, George W. 
Wilson. Director of the Department of Public Works, asks 
$125.000 for bridges at Lincoln avenue, Mission street, 
and Pius street. 


RiIcuMonpD, VA.—The Chesapeake & Ohio has let con- 
tracts to the Pencovd Iron Works for four steel bridges, 
as follows: Near Joshua Falls, Va., over First James 
River. 771 ft., at $43,412; near Snowden, Va., over Sec- 
ond James River, 714 ft., at $34,780; near Longdale, Va.., 
over Cow Pasture River. 298 ft. 4 in.. at $18,516.50: near 
Lowell. W. Va.. over Third Greenbrier River, 560 ft., at 
$61.250. The bridges will all be on old masonrv excent 
at Third Greenbrier, where four piers will be built, mak- 
ing eight piers in all. 
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Rumrorp Fairs, Me.—The town is considering the 
advisability of building a steel bridge across the canal 
en Hartford street. 


SANTIAGO, CuBA.—Bids will be received by the En- 
gineer Office, Santiago, Cuba, until Jan. 26, for three 
steel highway bridges. Address 8. D. Rockenbach, First 
Lieutenant, Tenth U. S. Cavalry, Santiago. 


SOUTH OMAHA NEB.—Plans according to report, are 
’ ’ g I ’ 
made for a viaduct at O street. 


Sypney, N. S. W.—The Union Bridge Co. (American 
Bridge Co.) of New York is reported to be the lowest 
bidder for the large steel bridge across Sydney Harbor. 
The estimates varied from £634,625 to £2,927,286. The 
contract will probably not be let for some time as there are 
many plans and bids. 


TAYLORVILLE, Itt.—The Indiana Bridge Co., of In- 
dianapolis, was awarded the contract, early in December, 
for the seven bridges for the Highway Commissioners of 
May ‘Township, Christian County, mentioned in this 
column last August. 


ToLEevo, Onto.—The Ann Arbor R. R. will build three 
bridges, one at Clare and two at Sherman, but is only 
receiving bids from bridge companies adjacent. 


Waco, TEXxAS.—Bids, with plans and specifications, are 
wanted, Feb. 4, at the City Hall, for a highway bridge 
562 ft. long over Brazos River. It is undecided whether 
the Melan Arch type or the steel truss will be adopted. 
Estimated cost, $100,000. Either G. B. Gerald, County 
Judge, or J. W. Riggins, Mayor of Waco, will receive 
the bids. G. B. Guiley, City Engineer. 


WILLIAMSTOWN, Mo.—We are told that bids will be 
received, on Jan. 28, by Geo. H. Roberts, County Sur- 
veyor, for an iron bridge over North Fabius River, three 
miles south of this place. The contract will be let at 
Monticello, the county seat. 


Other Structures. 


ABERDEEN, WASH.—An officer of the Northern Pacific 
is reported as saying that the company will spend about 
$25,000 on improvements, which include removal of and 
an extension to the depot. A warehouse will be built and 
some of the tracks changed. 


Boston, MaAss.—Application has been made to the 
Railroad Commissioners of Massachusetts by the Boston 
& Albany. for permission to issue bonds to the amount of 
$2,56v,000, for improving the terminal facilities in East 
Boston, and on the Grand Junction R. R. from its con- 
nection with the main line to the wharves and warehouses 
at East Boston. 


Bristot, TENN.—The car shops of the Virginia & 
Southwestern, at Bristol, were burned on Jan. 5. 


Brookiyn, N. Y.—The Brooklyn Rapid Transit Co. is 
making arrangements to build an addition to its electric 
power plant in South Brooklyn. The Westinghouse Elec- 
tric Co. is reported to have the contract for the electrical 
equipment. There will also be an increase of one-third 
in the capacity of the Kent avenue power house in the 
Williamsburg district. 

BuFFato, N. Y.—Contracts for the first blast furnaces, 
seven in number, according to report, for the new steel 
plant at Stony Point, have been let to Lathrop, Shay & 
Henwood, contractors for the Buffalo & Stony Point R. R. 
Work is to be begun at once and be finished next August. 


Cuicaco, Int.—The plant of the Bellaire Stamping Co., 
at Harvey, Ill., was destroyed by fire on the morning of 
Dee. 31, causing a loss of about $400,000. 

The City Street Ry. Co. contemplates building a large 
car house at 77th street and Wentworth avenue, also an 
electric power plant at Halstead street and 38th street. 

DuLutn, MInn.—Plans have been made by the Duluth 
& Iron Range for five new iron ore docks and other im- 
provements at Burlington Bay, Minn., which are to cost 
about $3.000,00. The Government is asked to appropriate 
about $400.000 for a breakwater across the entrance on 
Burlington Bay. 


ELIZABETHPORT, N. J.—The Central R. R. of New Jer- 
sey is doing the preliminary work preparatory to building 
the proposed car repair shops at Elizabethport. At va- 
rious times during the past 10 years it was reported that 
this work was to be begun. 

GLENWoop, PAa.—dAn officer of the Baltimore & Ohio 
is reported as saying that the shops at Glenwood will be 
enlarged and that plans for new buildings are being made. 

Hoventon, Micu.—The Copper Range Railroad will 
build a coal dock at this place, with elevated trestle and 
continuous pocket with tracks on the dock underneath 
the pocket for loading engines and cars. Alongside of the 
trestle there will be a coal stock pile with an average 
capacity of 70 tons per lineal foot. The coal will be 
handled with traveling steel cantilever tower, which runs 
on an elevated trestle above the pocket. This tower will 
handle coal between boats, pocket and stock pile. The 
company also proposes to build a traveling derrick on the 
present crib dock to handle freight between boats, cars and 
freight house platform. Several new sidings will be put 
in the yard, and the present ones extended. 

PENcoyD, PA.—Work on the foundations for the two 
new shops for the Pencoyd Iron Works of the American 
Bridge Co., at Wissahickon, is under way, and it is pro- 
posed to have the buildings erected in the spring. A 
foundry and machine shop, each 100 x 340 ft., will be 
built. 

PORTLAND, Me.—General Manager Geo. B. Reeves, of 
the Grand Trunk, is reported as saying that a new depot, 
new docks and grain elevator will be built in Port- 
land, Me. 

TOPEKA, KAN.—The Atchison, Topeka & Santa Fe has 
been breaking ground for, and will build, buildings to 
cost about $480,006, as follows: 


Boiler and machine shop, 700 x 150............ $200,000 
Blacksmith shop, 400 x 150... 2... cccccccccce 75,000 
PGi Mn Cee SE AM Rora oo occ ce cla ae hea wialcw eee 50,000 
Power house and gas plant, 30 x 120.......... 100,000 
Freight car truck shop, 50 x 75..........c000. 10,000 
Freight car iron machine shop, 50 x 60......... 15,900 
PWClGNTe ONG OURS Blak 6s. ccccccdccnewicwnncnes 7.500 
Ne DIMER AL IE Bla a a ao cicledcias csawdancauiaanad 10 000 
Oitice here 40S CO so ..cccccsccicececescess T.500 
MONG TITOUCINOUIE. occa ccecindnenedavevutaada 5.000 


The city of Topeka gave the land at a cost of $100,000. 
WASHINGTON, D. C.—Bids were opened at the Depart- 
ment of Justice, im Washington, on Jan. 3, for a new 
building for that department, under an act passed by 
Congress about two years ago. Only six bids were re 
ceived, ranging from $1,387,000 up to $1,597.922, the bids 
specifving different kinds of marble. As only $1,000,000 
was appropriated for the building the matter will have 
to be again submitted to Congress to make further ap- 
propriation. Bids were asked about a year ago, and all 
of the eight proposals then made were about $500,000 over 
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the amount provided. Since that time much dissatisfac- 
tion with the site proposed has developed, and an effort 
will now be made to provide for a larger site elsewhere 
and a better building. 


YOUNGSTOWN, Outo.—The Youngstown Iron & Steel 
Roofing Co. has decided to build a sheet mill and galvaniz- 
ing plant in the suburbs of Youngstown. 


MEETINGS AND ANNOUNCEMENTS. 


(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies sce advertising page ai.) 


Engineers of Cornell. 

The Association of Civil Engineers of Cornell Univer- 
sity held a regular meeting on Friday, Jan. 11, in the 
association rooms, Lincoln Hall, Cornell U hiversity. 


New England Railroad Club. 

The regular monthly meeting of the club was held at 
Pierce Hail, Copley Square, Boston, on Tuesday of this 
week, Mr. Hi. B. Hodges, Purchasing Agent and Su- 
perintendent of Tests of the Long —— Railroad, ad- 
dressed the club on the subject, “The \ “alue of a Depart- 
ment of Tests for a Railroad Company. 


Western Railway Club. 

A meeting of the Western Railway Club will be held 
at the Auditorium Hotel, Chicago, Tuesday afternoon, 
Jan. 15. Mr. G. L. Gillon, of the Watson- Stillman Co., 
will present a paper on “Hydraulic Tools,” and Mr. D. 
R. McBain, Michigan Central, and Mr. M. E. Wells, 
Burlington & Missouri River, will each have papers on 
“Hot Driving Boxes on Locomotives.” 


Superintendents of Bridges and Buildings. 

The following committee appointments in the <Asso- 
ciation of Superintendents of Bridges and Buildings are 
announced: 

Methods of sinking foundations for bridge piers in 
depth of water 20 ft. and under. G. W. Andrews, B. & 
O. kk. R., Baltimore, Md., Chairman. 

2. Passenger platforms at way stations, best material 
and cost. J. B. Sheldon, N. Y., N. H. & H. R. R., 
Woonsocket, R. I., Chairman. 

3. Slips for ferryboats used for transferring cars. John 
I). Isaaes, Southern Pac. Ry., San Francisco, Cal., 
Chairman, 

4. Best mnies wot operating turn-tables by power. Ue 
Ii. Schall, R., South Bethlehem, Pa., Chairman. 

D. pe Evel hs Pon stations; best design, capacity and 
method of handling coal. W. A. MeGonagle, D. & 
R. R. Co., Two Harbors, Minn., Chairman, 

6. Water stations; best material for foundations, 
tunks, substructure, connections, capacity, ete, . ew 8 
Markley, C. & Kh. I. Ry., Danville, HL, Chairman. 

7. Is it best for r: nilrond companies to erect their own 
steel structures, or let the manufacturers erect them? 
QO. J. Travis, [lk Cent. R. R., Chicago, IL, Chairman. 

&. The best and most convenient outfit cars for bridge 
gangs, nnd number of men constituting a bridge gang. 
A. W. Merrick, C. & N. W. Ry., Huron, S. D., Chair- 
man, 


Central Railway Club. 

A regular meeting of the club (the annual meeting for 
the election of officers, ete.) was held at the Hotel Lro- 
quois, Buffalo, N. Y., on Friday, 
a.m. 

The discussion of the report of the Committee on Effi- 
ciency in the present air-brake system was continued. 

The following subjects and committees to report there- 
on have been appointed: 

“What results are being developed in the old class of 
freight car equipment by the introduction of the heavy 
type locomotives and the large number of 60,000, 80,000 
and 100,000 pounds capacity freight cars that are we 


placed in service.” Committee: Samuel King, M. C. B., 
Intercolonial Railway, oe NN; Bs Et: BS. Miller 
G. F., Car Dept. N. Y. C. & St. L. R. R., Chie ago, IL: 


I. Gz. Rouse, F.C. R., L. Vv. BR. Packerton, Pa. 

“Comparison in facilities and methods required in en- 
gine houses for the daily maintenance of the modern 
heavy type engines with their numerous special attach- 
ments, with the practices ordinarily followed on the 
lighter type of engines and the less exacting conditions 
of service.” Committee: EK. A. Miller, M. M., N. Y. 

& St. L. R. RR. Conneaut, Ohio; J. Hawthorne, M. M., 
Lehigh Valley R. R., Sayre, Pa.; J. W. Sheldon, R. F. 
K., Pennsylvania R. R., Renovo, Pa. 

Pursuant to the decision of the club upon the recom- 
mendation of the Executive Committee, at the November 
meeting, 2 new departure will be made in establishing 
the Question Box as a regular feature of the future 
meetings of the club, 


American Society of Civil Engineers. 

The forty-eighth annual meeting will be called to or- 
der Wednesday, Jan. 16, at 10 a. m., in the auditorium 
of the house of the Society, 220 West Vifty-seventh 
street. The annual reports will be read, officers for the 
ensuing year elected, members of the Nominating Com- 
mittee appointed, amendment to the constitution consid- 
ered and general business transacted. Lunch will be 
served at 1 p.m., after which, if necessary, the meeting 
will be resumed. As soon as possible after lunch there 
will be a meeting of the Board of Direction. 

As it is probable that there will be considerable time 
at the disposal of members this afternoon, the commit- 
tee has arranged for a visit to the Rapid Transit con- 
struction work now in progress, of which Win. Barclay 
Parsons, M. Am, Soe. C. E., is Chief Engineer, and S. 
L. FB. Deyo, M. Am. Soc. C. E., Engineer for the General 
Contractor, Mr. J. B. MeDonald. |The following mem- 
bers of the Society connected with the work have con- 
sented to be present, and to conduct parties, as follows: 

1. To the South—Albert Carr, Division Engineer; 
Francis JD. Fisher, Engineer for Sub-Contractor; Henry 
B. Seaman, Engineer for Sub-Contractor; Ira A. Shaler, 
Engineer and Contractor, 

2. To the North—-Alfred Craven and B, R. Value, Di- 
— Engineers. 

Calvin W. Hendrick, M. Am, Soe, K., Division En- 
gineer in charge of Sewers, will be gh: a to take members 
who are specially interested in sewer work on a visit of 
inspection to the points of greatest interest which are 
not on the line of the tunnel, 

At 9 p.m. there will be a reception at the house of the 
Society for members, the Indies of their families and such 
other guests as they may invite. Dancing may be ex- 
pected at 10 o'clock, and supper will be served during 
the evening, 

Thursday, Jan. 17, 1901, will be devoted to an excur- 
sion by steamer. The steamer “Valley Girl’ will leave 
the foot of West Fifty-seventh street, North River, for 


Jan. 11, 1901, at 10. 
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the purpose of visiting points where engineering work of 
interest is at present in progress. During the day 
luncheon will be served on the boat. It is expected that 
a stop will be made at some point on the East River for 
the inspection of work of the Department of Docks and 
a J. A. Bensel, M. Am. Soc. C. E., Engineer-in- 
Chief. 

By phe of Mr. Thomas E. Murray, General Man- 
ager of the New York Gas and Electric L ight, Heat and 
Power Company; J. W. Leib, Jr., M. Am. Soc. C. E., 
General Manager, the Edison Electric Illuminating Com- 
pany, and Mr. John Van Vleck, Constructing Engineer 
of both companies, the party will visit the Water-side 
Power Station at Thirty-eighth street, East River. 

A stop will also be made, by invitation of George H. 
Pegram, M. Am. Soc. C. E, Chief Engineer, at the new 
power station of the Manhattan Railway Company at 
Seventy-fourth street, East River. 

The following statement of the present condition of 
the work on the new East River bridge has been fur- 
nished by O. EF’. Nichols, M. Am. Soc. C. E., Principal 
Assistant Engineer: 

The tower foundations were completed about two 
years ago. They have all been carried to bed rock; on 
the Manhattan side to about 60 ft. below high water and 
on the Brooklyn side the extreme depth reached was on 
the northwest corner of the north tower foundation at 
115 ft. below high water. The anchorages are completed 
so far as they can be until the cables are made. The 
contract for the steel towers and end spans was awarded 
in February, 1898, and called for the manufacture and 
erection of 12,000 tons of steel, about equally divided be- 
tween the towers and the end spans. The towers are 
now finished and the saddles set ready for the making of 
the cables. These saddles weigh about 35 tons each, and 
each rests on about 40 rollers, 5 in. in diameter and 9 
ft. long, rolling on bed-plates of rolled steel weighing 
about 22 tons each. The anchorages contain about 1,600 
tons of “steel each, in the shape of anchor bars for the 

cables and platform girders for the anchorage of these 
cane. The contract for the building of the cables has 
been let, and the construction of the foot-bridges is ex- 
pected to be begun soon. There will be four foot-bridges, 
one under each of the cables of the bridge, forming a 
continuous platform from which the men ean work ‘for 
the adjustment of the cable wires. The span is 1,600 ft. 
from center to center of the towers. The end spans from 
the tower to anchorage are about 600 ft. each. The 
width of the bridge is 118 ft. over all, and it will carry 
two elevated and four trolley railway tracks between the 
deep stiffening trusses, with a foot-walk and _ bicycle 
path over the trolley tracks, and carriage-ways on the 
cantilever floor beams extending outside of the main 
trusses. It is expected tnat the “eables will be well ad- 
vanced, if not finished, during 1901, and that the ap- 
proaches, which involve the manufacture and erection of 
17,000 tons of steel, will be finished during 1902. The 
contract for the suspended structure of the main span 
will probably be let during 1901, and will call for about 
8,000 tons of steel. 

At 8:30 p. m., Thursday, at the Society House, Elwood 
Mead, M. Am. Soe. C. E., Expert in Ch: irge, Irrigation 
Investigations, U. S. Department of Agriculture, will de- 
seribe irrigation methods in use in the arid regions, show- 
ing lantern slides of unirrigated and irrigated lands in 
that region, some of the ¢ -anals and headgates of irriga- 
tion systems, the apparatus used in the Department in 
the investigations of the duty of water, and the results 
of these studies. After the meeting there will be a 
“smoker.” 

The Arlington re si Company, through J. H. Gran- 
bery, Jun. Am. Soc. C. E., Engineer in Ch: irge of Con- 
struction, has ssc an invitation to members to visit 
its mines and plant at Arlington, N. J. Arlington may 
be reached in 80 minutes from the foot of Chambers 
street, via the New York & Greenwood Lake Branch of 
the Erie Railroad, thence by trolley one mile to the 
works. <A trip through the mines and works will occupy 
about two hours. Should there be a number of mem- 
bers who care to make this trip it would be best to ar- 
range to go in a body, and it is requested that such mem- 
bers notify the Secretary at as early a date as possible 
in order that suitable arrangements may be made for 
their reception. 
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PERSONAL. 





(For other personal mention see Elections and 
Appointments.) 





—Mr. I. P. Brothers, a well-known railroad contrac- 
tor, died at Ciego de Avila, Cuba, Dec. 28, after a brief 
illness. Mr. Brothers was born in Quebec about 60 years 
ago. He went to Cuba in October to superintend the 
construction of the Cuba Company’s railroad. 


—Mr. James Shreve Doran, Superintending and Con- 
structing Engineer of the International Navigation Co., 
died at his home in Philadelphia, on Dee. 17. In 1878 
he became Assistant Superintendent of the American 
Line of Steamships, and in 1883, on the death of Wm. 
Marshall, became Superintending and Constructing En- 
gineer. 

—Mr. Everett Frazar, Consul General for the Kingdom 
of Corea in the United States, and well known for many 
years in the Chinese-Japanese trade, died last week at 
his home at Orange, N. J. He was born in Massachusetts 
in 1834. He was President of the American Asiatic As- 
sociation, Director of the Harvey Steel Company, and had 
many important business and social relations. 


Mr. H. C. Boughton, Superintendent of the Green- 
brier Division of the Chesapeake & Ohio at Ronceverte, 
W. Va.. was born at Victor, N. Y., June 25, 1844. He 
entered railroad service in September, 1865, with the 
New York Central & Hudson River as baggage muster 
and check clerk. He served with the Wabash from No- 
vember, 1870, as switchman until November, 1879; Gen- 
eral Yardmaster until Aug. 10, 1880; Assistant Train- 
master until Sept. 10, 1882, and as Trainmaster until 
Feb. 1, 1890. He entered the service of the Chesapeake 
& Ohio on Sept. 15 of the same year, and has since been 
with that company continuously. 


Wim. M. Corbett. Division Superintendent of the 
Chic: ago & Alton at Springfield, HL, was born Jan. 6, 
1858. He began railroad work as a section hand on the 
Atlantic & Great Western (now part of the Erie) in 
1873. He continued with the company as telegraph oper- 
ator until 1875, when he became station agent of the 
Buffalo & Jamestown, which was later absorbed into 
the Erie. Mr. Corbett has continued with the Erie since 
that time. He served as Train Despatcher until 1SS7; 
as Chief Clerk in the Transportation Department, and 
in the General Manager's office until 1890, and then as 
Trainmaster of the Delaware Division to Jan. 1, this 
year, when he made his change to the Chicago & Alton. 
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—Mr. J. H. Carlisle, Superintendent of the Hunting- 
ton Division of the Chesapeake & Ohio, has been con- 
nected with that company since 1884. Mr. Carlisle was 
born at Lexington, Il, in 1860, and entered railroad 
service in 1877 as messenger and clerk of the Chicago, 
Alton & St. Louis. He served as clerk, operator and 
train despatcher for the Toledo, Peoria & Warsaw, the 
Louisville, Evansville & St. Louis, the Peoria & Pekin 
Union and the W abash, until he entered service with 
the Chesapeake & Ohio. He served as Train Despatch- 
er until 1889, as Chief Train Despatcher until 1891, as 
Trainmaster until 1893, as Assistant Superintendent 
until 1896, and as Superintendent of the Mountain and 
Allegheny districts until his change this month. 


—Mr. Robert Trimble, Principal Assistant Engineer, 
Pennsylvania Lines W est, etc., was born at Butler, Pa. 
Dec. 22, 1856, and removed to West Manchester, Pa., 
now a part of Allegheny City, Pa., in the fall of 1860. 
He was educated in the Allegheny Public Schools, and 
at Western University of Pennsylvania, in Pittsburgh. 
He entered the service of the Pennsylvania Company in 
July, 1875, in the Chief Engineer’s office as chainman. 
From July, 1875, to March, 1880, he occupied various 
positions of chainman, rodman, draughtsman and_in- 
strumentman; March, 1880, to July, 1889, Assistant En- 
gineer; July, 1889, to December 31, 1900, Principal As- 
sistant Engineer, Pennsylvania Company; Jan. 1, 1901, 
Principal Assistant Engineer of the Lines West of Pitts- 
burgh, a rated by the Pennsylvania Company and the 
P., C., C. & St. L. Ry. Company. His railroad service 
has been consecutive with the Pennsylvania Lines. 

—Mr. John Clark Sims, Secretary of the Pennsyl- 
vyania Railroad Company, died Jan. 6 at the University 
Hospital, Philadelphia, where he had been under treat- 
ment since Dec, 11. He underwent an operation for ap- 
pendicitis, and his condition was found to be very seri- 
ous at the time of the operation. Latterly, however, his 
recovery had been confidently expected, but he developed 
a weakness of the heart and a slight pleurisy, and these 
were the immediate cause of his ‘death. Mr. Sims was 
born in Philadelphia on the twelfth day of September, 
1845. His parents were John Clark and Emeline Mar- 
ion Sims. In due time he entered the University of 
Pennsylvania, and was graduated from the Department 
of Arts in June, 1865. Upon leaving the University he 
registered as a law student with Hon. Peter McCall. 
In October, 1868, he was admitted to practice at the 
Bar of Philadelphia. Shortly after he went abroad, and 
devoted two years to travel. On Jan. 1, 1876, he en- 
tered the service of the Pennsylvania Railroad Com- 
pany as Assistant Secretary, which position he held 
until March 28, 1881, when he was promoted to the Sec- 
retaryship upon the resignation of Mr. Joseph Lesley. 
In April, 1881, he was elected Secretary of the Junc- 
tion Railroad Company: on Mareh 21, 1888, Secretary 
of the Philadelphia, Wilmington & Baltimore Railroad 
Company and of the Philadelphia & Baltimore Central 
Railroad Company, and on June 1, 1898, was appointed 
Superintendent of the Pennsylvania Railroad Em- 
ployees’ Saving Fund. His position placed him in the 
closest confidenti:il relations with the officers and boards 
of directors in all their deliberations, and his responsi- 
bilities were therefore of the gravest character. Mr. 
Sims was peculiarly qualified for his office, possessed as 
he was of affable and gracious manners, rare diserimina- 
tion and excellent memory. He was an indefatigable 
worker, a dignified and capable officer, and a loyal friend. 
Ile was a man of wide and refined literary taste, and a lover 
and patron of music and of out-door sports. The Penn- 
sylvania Railroad Athletic Association, which is now 
merged into the Pennsylvania Railroad Department, 
Young Men’s Christian Association, owed much to his 
energy and love of sport. For a numbe y of years he 
was President and Director of the Athletic Association 
of the University of Pennsylvania, and the representa- 
tive of the Board of Trustees upon its University Ath- 
letie Committee. He was a member of the Society of 
the Cincinnati in the State of New Jersey, and a mem- 
ber of the Pennsylvania Society, Sons of the Revolu- 
tion, and of the Society of Colonial Wars. He was Ac- 
counting Warden of St. Paul’s Episcopal Church, at 
Chestnut Hill; President of the Chestnut Hill Academy, 
Trustee of the University of Pennsylvania, member of 
the Board of Managers of the University Hospital, the 
University Veterinary Hospital and the Girard Trust 
Company. 


—Mr. John IF’. Miller, the General Superintendent of 
the Pennsylvania Lines, Southwest System, who has re- 
tired under limitation of age established by the new pen- 
sion plan, was born 
at Tthaca, N. X., 
July 16, 1830. He 
entered railroad 
service in 1851 as a 
freight brakeman on 
the old Cleveland «& 
Bellefontaine —Rail- 
road, and_ subse- 
quently the employ 
of the Chicago & 
Great Eastern, 
which later became 
a portion of the 
Pennsylvania Sys- 
tem. He was = ap- 
pointed freight con- 
ductor in 1852, pass- 
enger conductor in 
1855, train de 
spatcher in 1859, 
trainmaster in 1862, 
Superintendent of 
the Richmond Divi- 
sion of the Pan- 
handle in 1864, and 
General a of the Panhandle System 
in 1885. Mr. Miller is one of the old school 
of rough-and- ready railroad men, who gained his 
early advancement by being always promptly on the 
ground in an emergency, perceiving at once what was to 
he done, and doing it. The force of his personality gave 
him great influence over his employees that was aie ays 
exerted for the loyal support of the company. The 
crowning achievement, perhaps, of Mr. Miller’s career 
was his work in rebuilding the 11 miles of track of the 
Pennsylvania Railroad that were completely washed 
away by the Johnstown flood. The officers of the Penn- 
sylvania Lines West of Pittsburgh were accustomed to 
Wash-outs and emergency work, and this devastated 
tract being on the western slope of the mountains, its 
repair naturally fell to the officers of the Lines West of 
Pittsburgh, who were in a position to reach the ground 
more promptly than their colleagues from the East. The 
amazing rapidity with which the Pennsylvania Railroad 
was restored after that flood is a matter of history, and 
it is -_ a matter of history that Mr. Miller’s personal 
energy and direction were pre-eminent in the restora- 
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tion. It is told of him that when he initiated the steps 
toward replacing a portion of the track so absolutely 
annihilated even the line of the right-of-way was ob- 
literated, one of the engineers wished the work deferred 
until the bounds of the right-of-way could be ascer- 
tained from Philadelphia. Mr. Miller replied: “Oh, let’s 
get the track built first,” and he built it. Ee ra 

During the strike of 1894 at Chicago Mr. Miller's in- 
fluence with his men contributed in large degree to quell- 
ing disorder and the resumption of traffic, and his per- 
sonal effort is credited with aborting an incipient strike 
at Cincinnati immediately afterward. No small part of 
Mr. Miller’s influence with his men has been due to his 
fine tact and to the real kindness of his nature. These 
qualities, too, have made him widely known and liked 
and respected by the citizens along the lines of his rail- 
road where he has been the best claim agent the com- 
pany could have employed, Every farmer and_ trader 
knows and respects John Miller. He is a good whip, 
and has said that the way to get the best results out of 
men is like getting speed out of horses; that is, they 
must be given the rein when in action, and be made to 
feel responsibility; they must be directed but their in- 
dividuality not stifled. This principle is one of the ele- 
ments of his success during his long career as a rail- 
road officer. Mr. Milier’s active service is evidently not 
over as he has just become Vice-President of the Cleve- 
land, Akron & Columbus, a subordinate line of the 
Pennsylvania Company. 

—Mr. Leonore Fresnel Loree, now Fourth Vice- 
President of the Pennsylvania Lines, was born in Ful- 
ton City, Ill, Apri! 23, 1858. He completed the course 
at Rutgers College, subsequently studied law and was 
admitted to the bar, which he abandoned for the more 
congenial career in which he has achieved great success. 
He entered the railroad service in 1877 as assistant in the 
engineering corps of the Pennsylvania Railroad; from 
1879 to 1881, was transitman in the employ of the En- 
gineer Corps of the United States army; 1881 to 1883, 
leveller, transitman and topographer on the survey of the 
Mexican National Railway, from the Rio Grande River 
to Saltillo, Mexico; 1883 to 1884 assistant engineer Chi- 
cago Division of the Pan Handle; 1884 to 1886 Engineer 
Maintenance of Way of the I. & V. Division; 1886 to 
1888 Engineer of Maintenance of Way of the Chicago 
Division; 1888 to 1889 same position on the Cleveland & 
Pittsburgh Division, of which he became Superintendent 
in the latter year. On Jan. 15, 1896, he was promoted 
from this position to the general managership of the entire 
Pennsylvania System West of Pittsburgh. Mr. Loree 
early attracted the attention of the Pennsylvania officials 
by criticising the plans that had been sent out from the 
Chief Engineer’s office for the construction of a yard in 
Indiana. His points were well taken and the yard was 


built in accordance with new plans, embodying his ideas. 
While Engineer Maintenance of Way of the Division be- 
tween Logansport and Chicago the excellence of his work 
on the track and buildings led .to his transrer to the 
Cleveland & Pittsburgh Division, which was feeling the 
strain of the increasing ore and coal traffic between the 





lakes and the Pittsburgh district. The administration of 
this division had been along old-time methods that were 
inadequate to meet the new stress. It was Mr. Loree’s 
task to reduce the grades, improve the alignment, increase 
the strength of the structures and the power of equip- 
ment. He quickly made a record, and at the age of 38 he 
was appointed General Manager. Mr. Loree is an om- 
nivorous reader, and from boyhood has been a student of 
the social organism, not only from the standpoint of the 
engineer and railroad officer, but from that of the econ- 
omist in a broad, practical sense. During three visits 
to Europe he made thorough investigations of the methods 
of the British and Continental railroads, and he has kept 
abreast of the discussion of every problem in railroad 
development. To the duties of the general managership 
he brought the wide range of his knowledge and his 
great power of analysis. In the attack of a question his 
method is that of the modern scientist; the fullest in- 
formation. is obtained by searching investigation from 
every source, and every argument is carefully weighed 
before decision is reached. As one of his subordinates 
says of him, “Mr. Loree carefully thinks out to the last 
detail his course in every problem that is presented to 
him and after forming his plans never swerves from 
their execution. Some of us who had been more closely 
in touch with actual practice on different parts of the 
System when he became General Manager were inclined 
to criticise some of his moves, but we have found that he 
ras building for the future, and I do not know of a man 
on the system to-day who does not recognize the wisdom 
of his policy throughout.” Mr. Loree did efficient work 
as one of the junior officers at Johnstown. . During the 
Strike of 1894 he had charge of the policing of the railroad 
property in @hicago, and was active in the steps that 
broke the strike. During his administration vast expendi- 
tures have been made in reducing the grades, straight- 
ening track, and strengthening structures along the main 
lines of his system, all with a view toward the quick and 
eccnomical handling of traffic. These expenditures have 
becun to bear fruit, having made possible the expeditious 


a 


movement of the enormous traflic-of the last two years. 
Mr. Loree has been president of the American Railway 
Association during the past: three years, attended the 
Paris Exposition as a representative of that body, and 
delivered the address on behalf of the American roads at 
the railroad conference. He has made various other ad- 
dresses which have been widely read, the University 
of Wisconsin having distributed in pamphlet a discus- 
sion before the students of that institution. Mr. Loree 
was the first railroad officer in the United States to or- 
ganize a centralized police system which has performed 
excellent service in ridding the tracks and trains of 
tramps 2d thereby has greacly reduced theft and Gis- 
order. 








ELECTIONS AND APPOINTMENTS. 


Arizona & Southeastern.—C. P. Colburn has been. ap- 
pointed Auditor, with headquarters at Bisbee, Ariz. 


Butte, Anaconda & Pacific-—W. Scallon has been elected 
President. 

Canadian Pacific-—On Jan. 1 the following appointments 
took effect: F. W. Peters, Assistant General Freight 
Agent of the Pacific Division, with headquarters at 
Vancouver, B. C., succeeding Allan Cameron, resigned 
to accept service with another company; H. E. Mac- 
donell, Acting Assistant General Freight Agent of the 
Kootenay and Boundary Districts at Nelson, B. 


Chicago & Alton.—J. H. Barrett, heretofore General Su- 
perintendent of Transportation of the Southern, has 
been appointed General Superintendent of the C. & A., 
succeeding Willis E. Gray, resigned, effective Jan. 1. 


Chicago & Hrie—H. W. Forward has been appointed As- 
sistant General Freight Agent, with headquarters at 
Chicago, III. 

Chicago & Northwestern.—A. Montzheimer, Superinten- 
dent of Bridges and Buildings, on the Wisconsin Divi- 
sion, will assume also the duties heretofore discharged 
by Henry Crane. Superintendent of Bridges and Build- 
ings at Janesville, resigned. 

Chicago Great Western.—At a meeting of the stockhold- 
ers, Dec. 29, W. A. Read was elected a Director. 


Chicago, Rock Island & Pacific.—C. E. Wickham has been 
appointed General Roadmaster, with headquarters at 
Davenport, Iowa, in charge of lines east of the Mis- 
souri River, succeeding J. H. Conlen, transferred. W. 
H. Davisson becomes General Roadmaster at Topeka, 
Kan., in charge of lines west of the M. R., succeeding 
H. R. Irvine, resigned. R. W. Day, heretofore Divi- 
sion Engineer of lines west of the M. R., will be in 
charge of the lines east, at Chicago, Ill., and will be 
succeeded by F. Carey, at Topeka, Kan. T. J. 
Clark has been appointed General Agent Passenger De- 
partment, at Los Angeles, Cal., succeeding U. S. G. 
Hough, resigned. 


Cleveland, Akron & Columbus (Pennsylvania Company). 
J. F. Miller, heretofore General Superintendent of 
the Southwest System of the P. Co., has been elected 
Vice-President of the C., A. & C. 


Cleveland, Cincinnati, Chicago & St. Louis.—C. J. Brister 
has been appointed Assistant General Freight Agent at 
Cincinnati, Ohio, in charge of tariff bureau. 


Delaware, Lackawanna & Western.—The headquarters of 
Fred Warner, Division Engineer, have been removed 
from Scranton, Pa., to Hoboken, N. J. 


Dooly Southern.—W. L. Robuck has been appointed Sec- 
retary and Treasurer, succeeding C. M. Killian. 


Grand Trunk.—R. S. Logan has been appointed Assistant 
to the General Manager, effective Jan. 1. 


Great Northern._-H. A. Kennedy has been appointed 
Superintendent of the Kalispell Division, with head- 
quarters at Kalispell, Mont., succeeding P. F. Con- 
nelly, assigned to other duties, effective Jan. 1. 


Gulf & Ship Island—C. I. Millard, General Traffic Man- 
ager, having resigned, that position is abolished. 


Illinois Central.—The line extending from Effingham, IIl., 
to Switz City, Ind., known as the Effingham District, 
Chicago Division, will be transferred to the Peoria 
Division. 

On Jan. 1, the jurisdiction of the Transportation De- 
partment, Freeport Division, was extended to the west 
limit of Hawthorne Yard and that of the Road De- 
partment, Sixth Division, to the junction of the St. 
Charles Air Line. 


Indiana, Illinois € Iowa.—Riley Williams, Superinten- 
dent, at Kankakee, Ili., has resigned. 


Indianapolis Union—W. T. Cannon, Treasurer and Pur- 
chasing Agent, has been appointed Secretary, succeed- 
ing the late W. N. Jackson. : 


Kansas City Southern.—We are informed that the report, 
widely circulated, that W. BE. Gray, heretofore Gen- 
eral Superintendent of the Chicago & Alton, had been 
appointed General Manager of the K. C. S., is without 
foundation. . 


Marietta, Columbus & Cleveland.—L. W. James has been 
appointed General Freight and Passenger Agent, with 
headquarters at Marietta, Ohio, succeeding W. B. 
Pearce, resigned. 


Mezican.—The position of Traffic Superintendent, here- 
tofore held by A. L. Van Antwerp, has been abolished 
and Mr. Van Antwerp has been appointed General 
Freight and Passenger Agent, with D. W. Harvey as 
Assistant General Freight and Passenger Agent. 


Missouri Pucific—H. B. Lane has been appointed Assist- 
ant General Freight Agent at St. Louis, Mo., succeeding 
S. V. Derrah, resigned. 


New York, New Haven & Hartford.—An official order 
has been issued by this company announcing the fol- 
lowing changes in the divisions of the road from the 
ist of February, 1901: 

The present Plymouth and Cape Cod Divisions will be 
consolidated and called the Plymouth Division, with head- 
quarters at Boston. The present Northern and Taunton 
Divisions will be consolidated and called the Taunton Di- 
vision, with headquarters at Taunton. The present Wor- 
cester and Central Divisions will be consolidated and 
ealled the Worcester Division. To the Worcester division 
will also be attached all the Providence terminals, includ- 
ing the part of the present Providence Division west of 
the Boston switch, the Hope branch and the present Ston- 
ington Division to the west end of the Auburn yard, in- 
eluding the branch to Harbor Junction. All the Worcester 
terminals will also be included in the Worcester Division. 
The above, together with the present Providence and Mid- 
land Divisions, with the changes above mentioned, will 
constitute the Eastern District. 

The present Stonington, New London and Norwich Di 








visions, except as above noted, will be Consolidated and 
ealled the Shore Line Division, with headquarters at New 
London. The present Air Line and Northampton Divis- 
ions will be called the Air Line-Northampton: Division, 
with headquarters at New Haven. All of the New Haven 
terminals will be consolidated and known as the New. 
Haven Terminal, and will be in charge of a Superintend- 
ent, who will report direct to the General Superintendent 
of the Western District and have his headquarters at the 
New Haven passenger station, 

So much of the present Danbury Division as is included 
between Wilson’s Point and Brookfield Junction will be 
attached to the New York Division. The Litchfield branch 
of the Danbury Division between Bethel and Litchfield 
will be attached to the present Berkshire Division. 


The Western District will comprise the New York, 
Shore Line, Hartford, Berkshire, Highland, Naugatuck 


and Air Line-Northampton Divisions and the New Haven 
Terminal. 

The above changes affect only the Transportation De- 
partment. The Superintendents of the revised divisions 
are as follows: 

Western District—Shore Line Division—J. V. A. 
Trumbell, Superintendent ; C. C. Elwell, Assistant ; Air 
Line, Northampton Division—W. A. Waterbury, Super- 
intendent; New Haven Terminal—P. E. Bowman, 
Superintendent. 

Eastern District —Plymouth Division—J. H. French, 
Superintendent; J. N. Ross, Assistant; Taunton Divi- 
sion—I, N. Marshall, Superintendent; G. H. Taylor, 
Assistant_ Superintendent ; Worcester Division—A. R. 
Whaley. Superintendent ; C. F, Kennedy, Assistant; ef- 
fective Feb. 1. 


Ohio Central Lines.—The jurisdiction of J. F. Angell, 
Superintendent of the Eastern Division, has been ex- 
tended over the Western Division, with headquarters at 
Columbus, Ohio, succeeding H. C. Ferris, transferred, 


Ohio River & Lake Erie.—John BE. Newell has been elected 
President, with headquarters at Cleveland, Ohio, and 
James R. Garfield, Secretary, succeeding G. 
L’Huilier. Mr. Newell succeeds G. E. Taintor. 


Oregon Railroad & Navigation.—Allan Cameron, hereto- 
fore Assistant General Freight Agent of the Canadian 
Pacific, has been appointed General Agent in Hong 
Kong, for the steamships chartered to run in connec- 
tion with the O. R. & N. line, via Portland. 


Pennsylvania.—-J. W. Reynolds has been appointed Gen- 
eral Agent at Erie. The jurisdiction of Thomas A. 
Roberts, Superintendent of the Middle Division of the 
Philadelphia & Erie, has been extended over the West- 
ern Division, heretofore in charge of Mr. Reynolds. 
The Lewiston Division was detached from the Penn- 
sylvania Railroad Division and W. B. McCaleb, Super- 
intendent of the Sunbury Division, was appointed 
Superintendent of the L. D. The low grade portion of 
the Allegheny Valley was detached from the Philadel- 
phia & Erie Railroad Division and placed in the Buffalo. 
& Allegheny Valley Division, forming a new division 
to be known as the Low Grade Division, with Charles 
B. Price, Superintendent of the River Division, in 
charge of the new division also. 

T. R. Browne, Master Mechanic at Altoona, Pa., has 
resigned to go with the Westinghouse Air Brake Co., at 
Wilmerding, on Feb. 1. 





Pennsylvania Company.--W. B. Blake has been appointed 
Engineer Maintenance of Way of the Western Division, 
succeeding E. G. Ericson, promoted. (p. 15.) 


Rio Grande Western.—S. V. Derrah, heretofore Assistant 
General Freight Agent of the Missouri Pacific, has been 
appointed General Freight Agent of the R. G. W., sue- 
ceeding S. J. Henry. 


Seaboard Air Line.—. St. John, Vice-President and 
General Manager at Portsmouth, Va., has resigned, ef- 
fective Jan. 15. Robert E. L. Bunch has been ap- 
pointed General Passenger Agent, with headquarters at 
Portsmouth, Va., succeeding L. S. Allen, resigned, ef- 
fective Jan. 1 : 





Southern.—G. B. Allen has been appointed Assistant Gen- 
eral Passenger Agent of the St. Louis-Louisville Lines 
at St. Louis, Mo. 

Waycross Air Line.—H. C, McFadden has been appointed 
General Passenger Agent. 


RAILROAD CONSTRUCTION. 





New Incorporations, Surveys, Etc. 


ATCHISON, TOPEKA & SANTA Fr.—Surveys are re- 
ported in progress in the vicinity of Paoli, Ind. T., for 
change of grades along the Canadian River. 


ATLANTIC & LAKE SuPERiIon.—This company is asking 
for legislation from the Parliament of Canada, extending 
the time for the completion of the line. (Construction 
Supplement, July 27, 1900.) 


BRITISH COLUMBIA Roaps.—Messrs. Crease & Crease, 
of Victoria, B. C., have given notice of application to the 
Legislature of British Columbia, to incorporate a com- 
pany to build a railroad from a point at or near Taku 
Inlet, B. C., to a point at or near the Little Salmon River, 
then to Pike Lake, and along the east side of Atlin Lake 
to Atlin City, and thence north to the northern boundary 
of the province. 

_ Messrs. Wilson & Senkler, of Vancouver, B. C., have 
given notice of an application to the Legislature of British 
Columbia to incorporate a company to build from a point 
at or near the town of Midway to a point at or near the 
mouth of Rock Creek, thence northeast to the West Fork 
of Kettle River and along that river to its head; thence 
via Okanagan Mission Valley to Vernon, B. C. 

Messrs. Crease & Crease, of Victoria, B. C., have given 
notice of application to the Legislature of British Co- 
lumbia to incorporate a company to build a railroad from 
a point in Wellington District north to a point in Comox 
District, Vancouver Island, situate on or near the fiftieth 
parallel of latitude on or near to the east coast of Van- 
couver Island ; thence north through Saywood and Rupert 
districts to Cape Scott, or to some other point at or near 
the north end of Vancouver Island, with branch lines to 
the coast on either side of the island. 


CALIFORNIA NoRTHWESTERN.—Muir Bros., who have 
completed their contract for the first ten miles out from 
Ukiah, Cal., have taken the contract for an additional ten 
miles. The road is projected northwest about 60 miles 
up the coast through Willets. Track laying on the first 
section is practically completed. (Sept. 14, p. 614.) 


CuIcaco, Burtineton & Quincy.—Preliminary sur- 
veys are made, according to report, for a cut-off from 
White Ledge, six miles west of Hannibal, Mo., to run west 
about 14 miles to a point near Monroe City. This will 
cut out Palmyra and save about eight miles on the line 
toward Denver. : 

Surveys have been made, according to report, for a cut- 
off, including a bridge, across the La Platte River to 
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shorten the distance between Omaha, Neb.. and Platts- 
mouth. It is proposed co sell the old bridge to Cass 
County. 

Curcaco & NORTHWESTERN.—Surveys are reported in 

progress for a branch from Valentine, Neb., on the Fre- 
mont, Elkhorn & Missouri Valley, to run southwest about 
200 miles to Scranton, Colo., to connect with the Colo- 
rado Eastern into Denver. Elliott O. Duncan is in 
charge of the surveys which have been made as far as 
Sidney. 
* Cnocraw, OKLAHOMA & GULF.—Right of way is being 
secured, according to report, for a line from Newport, 
Ark., terminus of the White & Black River Valley leased 
line, to run northwest to the mining regions in Newton 
County, Ark. 

CINCINNATL & CLEVELAND.—This company was incor- 
porated in Ohio, Dec. 31, with a capital stock of $15,000, 
to be increased later, to build from Cincinnati northeast 
across the state to Cleveland. The incorporators are: 
Powel Crosley, Robert Simpson, Oliver E. Conner, Ezra 
EE. Williams and David B. Hunt, all of Columbus. 

CINCINNATI, NEW ORLEANS & TEXAS Paciric.—The 
trustees of the Cincinnati Southern have agreed upon a 
suit to test their right to issue $2,500,000 bonds for im- 
proving the terminals of the road at Cincinnati without 
submitting the matter to the voters of the city. 


CLARION & SUMMERVILLE.—This company was incor- 
porated in Pennsylvania, Jan. 3, with a capital stock of 
$200,000, to build a line from Clarion to Summerville, on 
the Pennsylvania, 15 miles. J. C. Whitla, of Beaver 
Falls, is President. 

CoLorapo & WyYoMING.—Orman & Crook, of Pueblo, 
are reported to have taken the contract to build 25 miles 
of line from Trinidad, Colo., west up the Las Animas 
tiver to Weston. Building was to be begun about Jan. 1. 
This is under the amended incorporation recently noted. 
(Nov. 2, p. 732.) 

DUNDALK, SPARROWS PorntT & NorTH PoINnt.—This 
eompany was incorporated in Maryland, Jan. 4, with a 
capital stock of $250,000, to build an electric railroad 
from Dundalk, on the Baltimore & Ohio, near Baltimore, 
to run southeast to North Point. The incorporators are: 
Nelson Perin, Edward L. Bartlett, William A. House, 
Hlenry A. Parr and George C. Jenkins. 

HAGLE PASS, FREDERICKSBURG & LLANO.—This com- 
pany was incorporated in Texas, Jan. 3, with a capital 
stock of $250,000, to build a railroad from Eagle Pass 
northeast about 250 miles to Llano, on the Austin & 
Northwestern line of the Southern Pacific. The company 
was organized in February, 1900. The incorporators are: 
A. I. Evans, ©. C. Drake, J. R. Burr, R. W. Dowe, F. E. 
Blesse, Emil Oppenheimer, red L. Debona, of Eagle 
Pass; W. J. Moore, N. J. Badu, of Llano; Alfred Vander- 
stucken and Temple D. Smith, of Fredericksburg. 
struction Supplement, July 27, 1900.) 


ELEMINGTON & AstToR.—This company has been in- 
corporated in West Virginia to build a railroad from 
Flemington, on the main line of the Baltimore & Ohio, 
to run south to Astor. It is stated that building is to be 
begun at once. The officers are: President, Rockwell 
Marietta; Vice-President, Lin F. Ruth; Secretary and 
Treasurer, A. D. Soisson. 


GREAT NORTHERN.—A cut-off, according to report, has 
been decided upon, to run from Great Falls, Mont., north- 
west about 155 miles through Browning, on the main line, 
into the Atlin mining district. 


ILLINOIS CENTRAL.—C. D. Smith & Co., of Birming- 
ham, Ala., are reported to have a contract for 30 miles 
of the Yazoo & Mississippi Valley line from Lake Cor- 
morant, 21 miles, south to Memphis, to run south toward 
Tutwiler, Miss. The line, when completed, is to be 65 
miles long, of which 20 miles at the Tutwiler end was 
building last year. Grading is to be completed within 10 
months. (Construction Supplement, July 27, 1900.) 

IKKoNA-KAvU.—Under this title arrangements are being 
made for a railroad on the west coast of the Island of 
Hawaii from 85 to 90 miles long. The promoter is Mr. 
Carl Coerper, who is said to be a brother of a brewer in 
Chicago. Mr. Coerper has returned to Chicago to 
obtain capital for building. Surveys are made and the 
road will run along lands from 1,200 to 1,500 ft. above 
sea level, tapping some of the most valuable sugar 
plantations of the island. 

KOOTENAY CENTRAL.—Notice of application to the Ca- 
nadian Parliament has been filed by J. A. Harvey and 
Wm. R. Ross, of Fort Steele, B. C., for a railroad from 
Fort Steele to Elko, or Wardner, on the Crows Nest Pass 
line of the C. TP. R., thence on the east or west side of 
Wigwam River to the International boundary; also from 
Fort Steele over the east or west side of the Kootenay 
River to Windemere and thence to Golden on the main 
Jine of the C. P. R. 


Linvsay, Boscaycron & PontTypooLt.—Building was 
reported begun last week on this line from Burketon, Ont., 
on the C. P. R., via Lindsay, 40 miles. W. C. T. Boyd, 
of Bobcaygeon, is interested. (Construction Supplement, 
July 27, 1900.) 

LirrLe Rock SoutTHERN.—This company was incorpor- 
ated in Arkansas, Dec. 81, with a capital stock of $3,500,- 
000, to build a railroad from Little Rock south 188 miles 
to a point on the Louisiana state line. The Directors are: 

>» TT’. Witherop, F. de L. Hyde, Louis K. Hyde, F. C. 
Wheeler, J. P. Crossley, all of Titusville, Pa. 


McConneLtspura & Potomac.—This company has 
been organized, with a capital stock of $200,000, by citi- 
zens of Fulton County, Pa., to build a railroad from Mc- 
Connellsburg south about 20 miles to Hancock, Md., on 
the Potomac River, just across from the Baltimore & 
Ohio main line in West Virginia. The J. J. Van Horne 
Yonstruction Co., of New York, will build the road. 


Mississrpr1 Roaps.—The Hoyt & Woodin Mfg. Co., of 
Minter City, is asking bids, up to Jan. 15, for grading 
and surfacing a roadbed for a standard gage track from 
the company’s mill to a point near Minter City, in 
Leflore County, about 4% miles. 


MONONGAHELA SOUTHERN.—Building is reported be- 
gun on this line of the Carnegie Company from Duquesne, 
Pa., to run southwest about 30 miles to Finleyville, on 
the Baltimore & Ohio. (Construction Supplement, July 
27, 1900.) 


MorEHEAD & West Liserty.—Building was begun, 
late in December, according to report, on this line in 
Kentucky from Morehead south about 20 miles to West 
Liberty. Alexander Harding, of Philadelphia, Pa., is 
President, and W. A. Young, of Morehead, Vice-President. 
(Construction Supplement, July 27, 1900.) 

NASHVILLE, FLORENCE & NORTHERN.—Contracts are to 
be let within the next 90 days for the entire line from 


(Con-, 
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Florence, Ala., north 230 miles via Nashville, Tenn., to 


Litchheid, sy. (Nov. 23, 1400, p. «d4.) Lhe city of 
Nashville has voted to subscribe $1,000,000 in aid of the 
road. Jere Baxter, of Nashville, President of the Ten- 
nessee Central, is President of the N., F. & N. ( Official.) 

New Yorn, New Haven & HaArtTFoRD.—Petitions are 
being circulated in the towns of southeastern Rhode Island 
for the building of an elevated road through Providence, 
i. L., from India street to the union station, about one 
nile. 

NortTit CAROLINA Roaps.—Joseph Hyde Pratt, of 
Chapel Hill, N. C., writes that no company has as yet 
been organized to build the proposed electric line from 
Durham, N. C., to Chapel Hill. He is working on the 
proposition and hopes to push it through. (Dec. 28, 
1900, p. 808.) 

“OKLANOMA & WESTERN.—This company was organized 

in Oklahoma, Dec. 31, with a capital stock of $2,000,000, 
to build a line from Oklahoma City west through Ca- 
nadian, Washita and Roger Mills counties to the Texas 
line near Amarillo. It is said that surveys will be begun 
at once and articles of incorporation filed with the Sec- 
retary of the Territory. The directors are: James Camp- 
bell, William P. Reed, John P. Newell and Festus J. 
Wade, of St. Louis; D. C. Lewis, J. L. Wilkins and E. E. 
Brown, of Oklahoma City. 

OLEY VALLEY.—Building is reported in progress on this 
electric line in Pennsylvania below Black Bear. The line 
is projected from Reading east about 15 miles to Boyer- 
town. Wm. Morton, Jr., & Co., of Philadelphia, and the 
Cambria Iron Co. are said to have the contract for the 
rails; the Henry Fry Lumber Co. for the trolley poles, 
and Brill & Co., Philadelphia, and Jackson & Sharp, Wil- 
mington, for the cars. According to the contract, the line 
is to be completed by July 1. John A. Rigg, of Reading, 
is President. (Sept. 28, p. 644 

OMAHA Brivck & TERMINAL.—The company is build- 
ing a terminal yard at South Omaha, Neb. Part of the 
real estate is acquired. Negotiations are in progress for 
other, and condemnation proceedings are begun for the 
rest. (Official. ) 

Paris, Cuoctaw & LirrLE Rock.—Senator Culberson, 
of Texas, has introduced a bill in the U. S. Senate to 
authorize this company to build a railroad bridge across 
the Red River in Red River County, Tex., and to build a 
railroad.across the Indian Territory. The road is pro- 
jected from Paris, Tex., northeast towards Hot Springs 
and Little Rock, Ark. 

PENNSYLVANIA.—Surveys are in progress and contracts 
will probably be let within a week for a_ branch from 
near Volant to limestone territory near Leesburg, Pa. 
( Official.) 

SouTHERN.—An officer writes that the company is not 

contemplating the building of a branch, as reported, from 
Oliver Springs, Tenn., six miles long. (Dec. 21, 1900, 
», Sdz. 
, Nor ais the company been approached concerning a 
proposition to extend the Nashville & Augusta line from 
Gamble’s Store, Tenn., northeast to Sevierville. (Dec. 
28, 1900, p. 868.) 

Soutu Haven & EASTERN.—An officer writes that the 
road to be built from Paw Paw Lake, Mich., to connect 
with the South Haven & Eastern at Covert will not be 
built nor owaed by his company, although they may op- 
erate it. (Dec. 21, 1900, p. 852.) 

SouTHERN Muissourr & ARKANSAS.—The officers of 
this company have accepted the proposition of people of 
Poplar Bluff, Mo., for the extension from Puxico south- 
west about 15 miles to that city. Poplar Bluff offers 
$15,000 and guarantees $10,000 of patronage. Surveys 
are begun. (Oct. 26, p. 712.) ; 

The company has begun another survey, according 
to report. for the extension from Burgin, Ky., southeast 
about 119 miles to Jellico, Tenn. Two surveys have been 
made, via Lancaster and via Danville. (Construction 
Supplement, July 27, 1900.) 

SouTHERN PaciFric.—An officer denies that the Natron 
(Ore.) branch is to be extended, as reported. (Dec. 14, 
p. 834.) 

Union Paciric.—Extensive improvements are reported 
under consideration on the Kansas Division, comprising 
grade reduction and curve elimination between Kansas 
City and Topeka, Kan., and Salina and Ellsworth. 

An officer writes that there is no truth in the report 
that the company has let a contract for the Echo Canyon 
cut-off between Evanston, Wyo., and Salt Lake. (Dec. 
21, 1900, p. 852.) 

Union RarLroap & TRANSPORTATION.—This company 
was incorporated in Oregon, Dec. 27, with a capital stock 
of $600,000, to build a railroad from Union to the Snake 
River. The office is at Union. The incofrporators are: 
E. W. Davis, W. H. Ewing, L. J. Davis, F. E. Foster and 
G. F. Hall. 

WasBaAsuH.—An officer states that there is no truth in the 
report that his company will build an extension from 
Fort Wayne, Ind., to Elkhart. (Dec. 21, 1900, p. 852.) 
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ALGOMA CENTRAL.—This company is seeking Parliamen- 
tary power to enter into an agreement or to amalgamate 
with the Canadian Pacific, the Grand Trunk, the Lake 
Superior & Hudson Bay, the Ontario, Hudson Bay & 
Western and the Manitoulin & North Shore; to issue 
its notes, bonds, debentures or other securities for the 
purchase of vessels and water craft; for power to ex- 
tend its line from a point on the main line of the 
Canadian Pacific, thence north to some point on James 
Bay in the Province of Ontario, and to change the name 
of the company to the Algoma Central & Hudson Bay. 


ARKANSAS & OKLAHOMA.—The St. Louis & San Fran- 
cisco announces the taking over of this line which runs 
from Roger, Ark., to Southwest City, Mo., 36.5 miles, 
and is completing 16144 miles more to Grand River, Ind. 
(Nov. 16, 1900, p. 764.) 

BattimorE & Onto.—Henry P. Scott, of Wilmington, 
Del., a preferred stockholder, has brought suit in the 
Circuit Court at Baltimore, asking the court to enjoin 
the railroad from paying larger dividends to the hold- 
ers of common stock than are received by the holders 
of the preferred. 


Boston & ALBANYy.—The Massachusetts R. R. Commis- 
sion has approved the issue of $2,500,000 314 per cent. 
50-year bonds for improvements at East Boston. These 
include the following: Steel elevator, $1,200,000; grain 
conveyor additions, $100,000; storage warehouse, 10 
stories, $550,000; double track, etc., on Grand Junction 
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branch, $506,000; dredging, new buildings, ete., $261,- 
YZo; eng.ueering and conungencies, $261,192. 


CANADIAN NoORTHERN.—This company is applying to the. 


Parliament of Canada for an act confirming the amalga- 
mation with the Ontario & Rainy River and the Man- 
itoba & Southeastern, and confirming the bond issue 
and mortgages securing the same, covering the Ontario 
division and the Gilbert Plains branch of the company, 
and authorizing the company to make traflic arrange- 
ments with the company constructing a bridge over the 
Rainy River, and with the Minnesota & Manitoba, and 
empowering the company to construct several branch 
lines. 

CENTRAL OF NEW JERSEY.—J. P. Morgan & Co., New 
York, at noon Saturday, announced the acquiring of a 
controlling interest in that road and the offer of it to 
the Reading. ‘The Directors of the Reading have ac- 
cepted the offer. A fuller statement is given in another 
column. 


Ciuicaco & NORTHWESTERN.—Enough 5 and 6 per cent. 
sinking fund bonds of 1879 vill be drawn by lot, Jan. 
31, at lvS and accrued interest to absorb $144,502.56. 


CHICAGO, BURLINGTON & QUINCY.—Sealed proposals are 
asked up to noon, Jan. 14, for as many Denver exten- 
sion 4 per cent. bonds, due Feb. 1, 1922, as will absorb 
$87,323.97. 

CunicaGo, MILWAUKEE & St. PAuL.—Seventeen income 
sinking fund convertible 5 per cent. bonds have been 
drawn by lot, to be paid at 105 and accrued interest, 
at the company’s office, 30 Broad street, New York. 
Interest will cease Feb. 2. (Jan. 5, 1900, p. 14.) 


Dover & STATESBORO.—The Central of Georgia has ac- 
quired control of this line, which runs from Dover, Ga., 
to Statesboro, 10 miles. The road was opened Nov. 
21, 1889. 


East LovuistAna.—F rank B. Hayne. one of the largest 
stockholders, has bought a controlling interest in this 
line, which runs from Pearl] River, La., on the New 
Orleans & Northeastern, to Covington, La., 25 miles, 
and from Mandeville Junction to Mandeville, La., 11.3 
miles. A number of improvements have been made. 


ILLINOIS CENTRAL.—The company has disposed of all 
its remaining 60,000 acres of land under the original 
grant in Illinois to a syndicate headed by Geo. W. 
Fithian, of Newton, Ill. The property is located in 
Franklin, Johnson, Perry, Jackson and Alexander 

e Counties, and the price is said to be between $275,000 
and $300,000. 

LEHIGH VALLEY.—Drexel & Co., Philadelphia, have taken 
up their option of 75,000 shares of capital stock from 
the Asa Packer estate and the Lehigh University. This 
is sufficient to give them control of the company. (June 
1, 1900, p. 364.) 


LittLeE MiAmMi.—The shareholders, on Jan. 29, will -vote 
on the making of a mortgage to secure $3,000,000 of 
3% per cent. bonds to be used in re-paying the ad- 
vances by the leasing company, the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis, for betterments and im- 
provements, and for retiring 7 per cent. outstanding 
betterment bonds. (Feb. 9, 1900, p. 96.) 


METROPOLITAN STREET (NEW YorK CitTy).—Justice 
Bischoff, of New York City, in the Supreme Court, has 
handed down a decision to grant the injunction of cer- 
tain property holders in the vicinity of 104th and 105th 
streets to restrain the Metropolitan from operating the 
Lexington avenue branch at that point, on the claim 
that. the franchises were sold illegally. The order is 
not yet effective. 


NEtson & Fort SHEPPARD.—The Canadian Pacific has 
taken control of the section of the N. & F. S. between 
Nelson, B. C., and Five-Mile Point, which was bought 
some time ago, giving the C. P. R. entrance into Nelson. 
(June 29, 1900, p. 458.) 

NEw York, PHILADELPHIA & NorFOLK.—The first divi- 
dend, being 2 per cent., has been declared on the stock 
of this company, payable Jan. 3. 


Niagara, St. CATHARINES & ToRONTO.—This company 
is applying to Parliament for power to amalgamate 
with any other connecting electric company, or to pur- 
chase or lease such other company’s lines. 


OrEGoN RAILROAD & NAVIGATION.—First mortgage 6 per 
cent. sinking fund bonds to the par value of $144,000 
have been drawn for payment at par at the Farmers’ 
Loan & Trust Co., New York, interest ceasing Jan. 1. 
(Dee. 21, 1900, p. 852.) 


PENNSYLVANIA.—In the call for the annual meeting to 
be held March 12, at Philadelphia, stockholders are 
notified that they are to pass upon the question of in- 
crease of capital stock. (Nov. 30, 1900, p. 802.) 

The company has paid the $1,000,000 5 per cent. 
Navy Yard bonds, due Jan. 1. 


PERE MARQUETTE.—The company has sold $1,000,000 
Flint & Pere Marquette 4 per cent. bonds at par and 
interest, less a commission, to retire the $1,000, 
Holly, Wayne & Monroe 8 per cent. bonds, which ma- 
tured Jan. 1. (Jan. 4, p. 16.) 


RAQUETTE LAKE.—This line, extending from Clearwater, 
N. Y., to Raquette Lake, 19 miles, was taken over by 
the New York Central & Hudson River, on Jan. 1. 
(Aug. 18, p. 246.) 


Sr. Lours & NortH ARKANSAS.—This company, suc- 
cessor to the Eureka Springs, has filed its mortgage 
for $3,212,500 to the Union Trust Co., of St. Louis, 
as trustee. 


SANDUSKY, NoRWALK & SOUTHERN.—This company, re- 
cently incorporated in Ohio, is reported to have taken 
over the People’s Electric and the Sandusky, Milan & 
Norwalk Electric, and will build an extension south 
about 45 miles to Mansfield. (Railroad Construction 
column, Nov. 30, 1900, p. 802.) 


Sturteart & ARKANSAS River.—Judge Trieber, at Lit- 
tle Rock, Ark., on Jan. 14, confirmed the sale of this 
property to the St. Louis Southwestern on condition 
that the matter remain open until Jan. 15, and then 
if no objections are offered by interested persons, the 
sale will be considered confirmed. (Nov. 30, 1900. 
p. 802.) 

Totepo, St. Louts & Kansas Crry.—Judge Thompson. 
of the U. S. Court, at St. Louis, Mo., has signed an 
order discharging Samuel Hunt as Receiver of the St. 
Louis, Toledo & Kansas City, now reorganized as the 
Toledo, St. Louis & Western and the Toledo & East St. 
Louis. (Oct. 19, p. 696.) 

WaRREN.—Redmond, Kerr & Co. are offering a limited 
amount of first refunding mortgage 314 per cent. bond: 
at 105 and interest. 
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